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CAR-WHEEL BORING MACHINE. 


The accompanying illustration represents a new design 
of a car-wheel *‘ borer,” built by Wm. B. Bement & Son, 
of Philadelphia. The frame is made of a box form, in 
order to give the requisite strength and rigidity. The 
table revolves on and is supported by a conoidal spindle, 
the sides of which have the form 
of what is known as the Schiele 
anti-friction curve, to which form 
all revolving spindles which sup- 
port a weight will ultimately 
wear. 





On the under side of the 
face-plate is a gear wheel, which 
is driven by a pinion from a 
cone pulley and belt on the 
back side of the frame of the 
machine. Only a small _por- 
tion of this pulley can be seen 
on the engraving. It has 
three “faces” of diflerent di- 
aimeters and for different speeds, 
The countershaft overhead has 
also two pairs of tight and loose 
pulleys. The table is large 
enough to take a 86-inch car 
wheel. The spindle can be 
moved by the hand wheel shown 
on the side, which gears into a 
rack, or is made self-fteding by 
clamping the hand wheel to an 
‘Lhe rate of feed 
can be adjusted by a sliding clutch 
pin, the head of which is shown 


adjoining gear. 


under the arch of the frame, 

The cutter-mandrel can be 
made long enough for a ‘*‘ rough- 
ing, finishing and shouldering 
cutter,” all io operate during one 
downward movement of the spin- 
dle. The latter is counterbalanced 
by the weight and lever, which 
are very Clearly shown on top. 

The table is provided with a 
device by which the dogs may be 
moved simultaneously from one 
poiat ; and, as they cau slide treely 
in the slots, the spindle can be 
made to bore out of ihe center of 
that which is placed upon the 
table. The machine has also a 
complete craue attached to the 
frame, for lifling and removing 
wheels to and from the table. 

It is said that with the best ir- 
rangements aud uncer the most 
favorable circumstances this ma- 
chine will bore sev. nty car-whce $s 
in ten hours. The manufacturers 
will give any further information 


which may be desired, = 


The Nation Comments as fol- 
lows on the decision Concermpg 
the New Jersey lease and its 
effect: ‘*TLe judgment is, per- 
haps, one of the most impor- 


THE RAILROAD GAZETTE. 


Sontributions. 


NARROW GAUCE. | 


To THE Epriror oF THE RAILROAD GAZETTE : 

I have read with great interest the various articles 
published in the GazETrE from time to time in relation 
to narrow-gauge railroads, Although there is probably 


much that is illusive as to the absolute superiority of any 
of the gauges n>w in general use, it cannot be denied 
that under certain circumstances comparative advantages 
have been realized by what may be properly styled “nar- | 


| 
row gauge.” 
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tant ever pronounced from the 
American bench; and the New 
Jersey courts are above su-pi- 
cion, even in cases of this mag- ; ; 
nitude. The Pennsylvania Central, already a gigantic 
corporation, nuw Owns an unbroken line of commu- 
nication, with numerous tributaries, from ocean to 
ocean, has the revenues of a European kingdom of 
the third order, employs an army of officials, and 
will hereafter be practically omnipotent in the 
legislatures of three States, and perhaps more. The 
only limit to its political power may, indeed, be 
said to be the unwillingness of its managers to take 
trouble. The matter is serious, but it is not novel. 
It is made more serious by the fact to which we have 
often drawn attention, that these great corporations 
hive in their service the ablest men in the country, 
while the State governments, which are to resist their 
pretensions and supervise their use of their privileges, 
ure served by the feeblest and least efficient members of 
American society. The position of the companies is 
rendered all the more impregnable, too, by the practice 
which has grown up in many or most of the States, of 
keeping the ablest lawycrs off the bench by low salaries, 
short terms and personal abuse when they render un- | 
palatable decisions. The legal mind and the legislative | 
mind being of a low order, it is no wonder that the Tom | 
Scott mind ranges untrammeled through the whole of | 
American creation.” | 











The avidity with which the people have received the 
facts published in relation to the narrow gauge and its | 
supposed uniform economy shows conclusively that they 
very much need something better adapted to the object 
of cheap transportation than they find in their depend- 
ence upon ordinary railroads. The farmer, the manulac- 
turer, the miner and mechanic, all assert that their pro- 
fits are entirely absorbed by the cost of transportation ; 
and as a necessary consequence, the prosperity and 
happiness of all classes of citizens are sensibly cur- 
tailed. 

It must be admitted, nevertheless, that railroads as 
hitherto and now constructed have largely promoted the 
settlement of this country, and have partially developed 
the wealth of our fertile prairies and extensive mineral | 
deposits. But it should be remembered that all which 
has been done toward enhancing the intrinsic value of 
lands and property has been fully paid for by the present 
race of proprietors, who have therefore the full right to 
demand from railroad companies the employment of 
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| every possible economy that can be realized by mech wi- 


cal improvements. 
All persons who invest in farming lands, mines or me- 


| chanical pursuits, have a common interest with railroad 


companies in employing every practicable method for re- 
ducing the cost of transportation, and the policy of 
creating large dividends upon railroad stock by extor- 
tionate charges is decidedly erroneous, if not unjust, be- 
cause the prosperity of the producer is the true source of 
an increasing traffic, while the effect of high rates will be 
injurious, if not ultimately fatal,to the success of those 
who adopt them. 

To illustrate the practicability of rendering railroads 
profitable under charges far below the present rates, it is 
only necessary to consider the 
saving which can be effected by 
a reduction of the dead weight 
in the present equipments of our 
railroads. Where the freight 
traffic isa million of tons carried 
one hundred miles, and subject 
to the usual fluctuations of trade, 
one ton reduction in the weight 
of each car would diminish the 
cost of the transportation at least 
two hundred thousand dollars. 

It is very plain, however, that 
as Jong as there is no compctition 
this kind of economy will not be 
sought for, because it involves a 
radical change in the rolling 
ttock, attended with much im- 
mediate loss ; hence, also, high 
charges are continued under what 
are Claimed to be vested rights 
granted by the legislation of a 
previous period, with a view to 
promoting public improvements. 

When railroads were first con- 
structed in the Western States, 
Government lands were sold at 
one dollar and a quarter an acre, 
and constituted probably nine- 
tenths of the wrea of the border 
States. Farmers who have lately 
purchased those lands have paid 
from thirty to fifty dollars an acre 
for them, though in many instan- 
ces, by being overcropped and 
the general improvements neg 
lected, on account of the high 
rates for the transportation of 
the products to market and re- 
turn treights, such as fencing and 
building materials, they have not 
acquired the ine eased intrinsic 
value which it has been imeg 
ined they would do from railroad 
facilities. Farmers throughout 
the whole western country have 
been bitterly disappointed in this 
respect, and the most intelligent 
begin now to see that there is no 
remedy for the serio: s effect of 
the unwise policy of railroad di- 
rectors, to which they are sub- 
jected, excepting in successful com 
petition. Hence the tavor with 
which railroads 
That these 
roads may not fully meet the ex- 


narrow-gauge 


have been received. 


pectations of the parties con- 
cerned is not improbable; but 
there is at this moment so car- 
nest an inquiry as to what relief 
can be obtained for their present 
necessities, that a change for the better is sure to be the 
result at no distant day. 

The narrow-gauge question has opened their eyes to 
the fallacy of regarding the present system as orthodox, 
or beyond the capacity of any intelligent mind to judge 
of its merits. The opinion is everywhere prevalent that 
great defects exist, and although the narrow gauge may 
be eventually rejected, the substitution of light motive 
power and rolling stock in lieu of the present cumbrous 
and destructive equipment is inevitable, and will largely 
contribute to the economy sought for in the construction 
and operation of our railroads. 

It is diflicult to overestimate this view of the subject ; 
the people are everywhere alive to it; they read with 
earnest avidity railroad reports, and the discussions, Mr 
Editor, in your useful and progressive journal, from 
which they will, I trust, obtain the practical knowledge 
which will enable them to remedy the evils they are now 
subjected to. 

They do not need any man’s figur is to dead 
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| 
every farmer knows that he can load two tons upon a | 


common wagon, weighing not exceeding one thousand | 
pounds, and haul it with impunity over a rough road; | 
they well know, too, that on chartering a freight-car the 
load is lim:ted to ten tons, while the car itself weighs 
nearly us much as the load ; he is also well aware tat 
railroad charges are equil, on an average, to the cost ot | 
trausportation on common roads, but that steam power, 
by saving time, always commands the business, particu- 
larly as rvilroads can be uniformly operated at all seasons, 
while in bad weather common roads become nearly im- 
passable. 

‘This class of men, who are now earnestly investigating 
these facts, observe also and discuss sensibly other pal- | 
pable defects of the present railroad system. They ob- 
serve the rapid detericration of iron rails from the action 
of gigantic locomotive engines, and the unnecessary aud 
absurd velocity adopted in the transportation of freight. 

It is evident that a new era is at hand in the construc- 
ticn and operation of railroads, in which common sense 
and inventive genius will be duly patronized ; in which 
men und capital will refuse to be bound by conventions) 
usage or the example of imperfectly considered and nar- 
row-minded railroad management, and in which, also, 
success will depend on mechanical skill, sustained by 
cautious and judicious experimcnts—the only practicable | 
and intelligent guide to successful progress. 

Ricnarp P. Moraan. 

Bloomington, Ill., November 6, 1871. 


THE AMERICAN RAILWAY MASTER MECHANICS’ 
ASSOCIATION. 





Official Report of the Fourth Annual Convention, Held 
in Louisvilie, Ky., September 12, 13 and 14, 1871. 





(CONTINUED. ] 


Mr. President—The next business in order will be the report 
of the Committee on Boiler Explosions ; which was then pre- 
sented and read by the Secretary : 

REPORT OF THE COMMITTEE ON ‘ BOILER EXPLOSIONS.” 
Third Annual Report of the Committee on “ Boiler Explo- 
sions,” before the American Master Mechanics’ Convention, 

held at Louisville, Ky., Sept. 12, 1871: 

Gen?rLemMeN: At a time when the public are horror-stricken 
in consequence of those terrific explosions, it would seem an 
easy task to find material for a voluminous report on the pre- 
vention of such calamities. Yet nothing new has presented 
itself by these disasters ; on the contrary, the opinions advyo- 
cated by your Committee in their previous reports are fully 
confirmed, 

Although instructed to confine our attention to so-called 
spontaneous explosions, we have been unable to arrive at any 
definite conclusion otherwise than is there expressed. The 
transactions and reports of scientific bodies, and experiments 
of corporations, are accessible to but few, and it is therefore 
impossible to make use of them. Your Committee deem it un- 
necessary to repeat all the theories and probable causes tend- 
ing to produce explosions, having enlarged on them in our 
former reports, not as established facts but as conditions that 
may take place. We will at present only repeat what we con- 
sider positive causes as productive of explosions : 

ist. Faulty design. 

2d. Bad material. 

3d, Bad workmanship. 

4th. Undue patching, the result of long use. 

5th. Broken stays. 

6th. Corrosion. 

7th. Ignorance or carelessness of attendants, 

For the Ist, 2d, 3d, 5th and 6th reasons given above, we re- 
fer to the respective paragraphs of our first report. ‘To eluci- 
date the 4th is hardly necessary, as boilers, no matter how 
well patched, never become new, and plates which have already 
served a life-time are often destroyed by riveting new sheets to 
them. 

The effects of long use, well known to practical men, needs 
mentioning ; as to the time which a boiler should be con- 
demned depends on its condition, use and local circumstances. 
Many members of the Association have cheerfully furnished 
the Committee with valuable information, embodied in our 
former report, and, as a general thing, sustain the views herein 
expressed. Respectfully submitted, 

Jacos Losey, 

Louisville, New Albany & Chicago Railroad, 

. B. Gayx, 
Raleigh & Gaston Railroad. 
O. H. P. Lirrie, 

Cincinnati & Indianapolis Junction Railroad, 

On motion the report was received and ordered to be placed | 
on record, 


Committee. 





DISCUSSION ON BOILER EXPLOSIONS, 


Mr. Setchell—The Committee have said something about | 
undue patching. There is no doubt that the patching of a | 
boiler of which the iron is worn out ought not to be done, but | 
I believe there are cases where boilers can be economically | 
atched. 
. Suppose we take a boiler that has been a few months in | 
service and find that by unequal expansion it has cracked off | 
above the seam, what shall we do? Shall we take out the sheet | 
and throw it away? Ifthe iron seems to be bad of course this 
would be best; but in some instances it corrodes—it eats 
through at the edge of the seam—and I would like an expres- 
sion from the convention whether or no it is economy to patch 
the sheet; or, in the case of a fire-box, ought it to be taken out 
and replaced with a new one? I have patched a crown sheet 
that run successfully for eighteen months, when a new one did 
not do as well. This cracking of fire-boxes often occurs on en- 

ines on roads changing from wood to coal. The question is : 

s it economy to patch in such cases, or lose the use of an en- 
gine sixteen or eighteen days to put in a new fire-box ? 

Mr. Hayes, Illinois Central Railroad—I see no objection to 
the term undue patching. We all know too much patching is 
wrong, but there are cases, as Mr. Setchell says, where it is 
economy to patch rather than renew. From a defect in a man- 
ufactured sheet it may crack in a week. It may be only one 
spot, and, of course, in that case it would be economy to patch 
it The question as to whether iron deteriorates by long | 
usage is another point. I don’t think it does unless the thick- | 
ness of the plate deteriorates. I have taken pieces of plates | 
that have been in use for fifteen years, subjected them to | 
hydraulic pressure, and found them to stand a strain equal to | 
new plates. | 

President Britton presented a copy of the New York World, | 


& newspaper penteiniong 
boilers, which was reac 


by the Secretary for the information of 
the association. 


ylosions. I have read many late theories with a great deal of 
interest. Mine is like this: That explosions are really from 
two causes—one from pressure, the other from the effect of ex- 
plosive steam. It is well known by most of us present that the 
surface of water in a boiler is colorless after being subjected to 
the heat of the fire under the boiler for a short time. After 


| allowing the steam to run up from 110 to 120 pounds—on a 
| sinall boiler made for the experiment—then remove the fire, 


an article on the explosion of steam 


‘ 


| somebody loses his life. 


let the steam run down to 60 pounds, and by violent agitation | 


it would cause a soldered patch, put on for the purpose, to be 
blown off with considerable force. This series of experiments 
was made to satisfy myself in regard to the theory, that a large 
amount of heat was contained in the water, and by sudden 
ebullition would be carried to the surface, and coming in con- 
tact with the dry steam would instantly be converted into sat- 
urated or expansive steam, showing that a greater pressure 
was produced in the boiler at the time by violent agitation 
than had been indicated by steam gauge at 110 pounds, or else 
why should the patch be blown off with steam gauge standing 
at 60 pounds? I became satisfied that boiler explosions were 
not caused by low water or great pressure, as is generally be- 
lieved, but that there is a time—lable at any time to occur— 
after a boiler has been allowed to stand for some time cooling 
down [by agitation] to produce explosion, that no boiler, how- 
ever strongly made, would prevent. I, however, do not wish 
to be understood that low water, or heavy pressure, is not 
sometimes the cause of explosions. 

It was moved that, as Mr. Kobinson’s work may not be in the 
hands of many members of the Association, and as the review 


| comprises, perhaps, in a condensed form, a large portion of its 


value, the papers entire be appended to the report of the 
Committee on Boiler Explosions as a means of information to 
the members of the Association. 

Mr. Boon—We have many fine-spun theories on boiler explo- 
sions, but my apes is that we have had no true one yet. The 
fact is that boilers are run too long, and the iron deteriorates, 
Boiler iron deteriorates twenty per cent. in twenty years, says 
an English scientist. 
thirty to thirty-eight years. Last year I broke up some old 
boiler iron by laying it on an anvil and striking it smart blows 
with a two-pound hammer. The mistake is that when any de- 
fect is found in a boiler it is hurried into the shop and patched, 
and this is repeated until there is none of the original boiler 
left. All at once such a boiler explodes, and then the country 
is filled with fine-spun theories as to the cause of the explosion. 
My opinion is that after a boiler has been used twelve years, 
the sooner it is thrown away the better. When you patch an 
old boiler it is bad esonomy. Better throw it away and make a 
new one, and then you have something you can trust men on. 
I have been asked if I did not find old boiler iron better than 
new. I find it fit for nothing. My plan is when a sheet shows 
wear to cut it out entirely. Not long ago I had an engine with 
a steel fire-box and crown sheet red hot. She was started with 
both pumps on. Now, if cold water pumped on hot sheets will 


blow an engine up, why did it not this one? In a great many | 
Ihave never | 
I have tested a | , : . - 
| signing, and ask him to withdraw his resignation. 


places engines are run by the steam gauges. 
seen one yet that I would run anything by. 


Mr. Boon—New boilers generally do not need patching. Of 
course in the case of a slight defect in the iron a man may ju- 


| diciously patch, but where an engine has been run _ twenty- 
Mr. Grant, Rockford, Rock Island & St. Louis—I desire to | 
| make a few remarks showing my theory in regard to boiler ex- 


three years who knows its condition? It has never been ex- 
amined; it isa matter of guess work. The engine may run 
ten years longer, or she may blow up to-morrow, and then 
Who is to blame? I think a man who 
80 runs an engine for twenty-three years will have a reproving 
conscience, f would not permit an engine to go out of an en- 
gine-house unless it was perfectly safe. According to the gen- 
tleman’s own statement the crown sheet was patched twice, 
which took more time than it would to have cut it out and 
made a good job in the first place. No man is more anxious to 
keep down repair expenses thanIam. I tried patching fcr a 
year or two, but I will try it no more. 

Morris Sellers—I_ will i 
ments. Engines may 
land twenty-three years, but in the Western coun- 
try it will not do. The iron becomes crystallized and 
unsafe. Mr. Hayes says iron docs not diminish in tensile 
strength. We depend more upon its transverse strength. I 
don’t know but patching is good sometimes, but the Westfield 
was patched, and she blew up. 

Mr. Hayes, Illinois Central Railroad—I would ask Mr. Sellers 
if he ever saw crystal in iron? I am reminded by a friend that 


but a few 
in New Eng- 


detain you mo- 


be safely run 


| under a microscope they have never been found. 


Mr. Scllers—I never have made such an examination, but the 
convention understands what I mean. 

Mr. Wells, Jeffersonville, Madison & Indianapolis Railroad 

-I had occasion last Summer to break up a locomotive boiler 
that had been in use twenty-two years. The pieces not imme- 


| diately exposed to the fire were apparently as tough as when 


But here we have them running from | 


| as brittle as glass. 


dozen at a time, one by the other, and they all differed, They | 
might run right a year or a day, but they are not reliable. I | 


traveled on a road once where the steam gauge showed 110 
pounds. Iasked the engineman how he knew he had that 
amount, and he said “‘ by the gauge.” 
the train showed that hé had not less than 130 pounds. I say 
go down to the hard pan. Don’t patch old boilers, but throw 
them away and get new ones. 

Mr. Hayes, Illinois Central Railroad—I would ask the gentle- 
man if he has ever tested the tensile strength of boiler iron 
that has been in use fifteen years. 

Mr. Boon—No; I have had no means of testing such, but I 
know they will break very brittle under a hammer. 

Morris Sellers—I have Be some experience with deteriorated 
iron. I took a boiler built in 1860 to repair. It was very brittle 
from the top of the dome to the bottom of the fire-box. It 
was #0 brittle that it broke under the blows of a small hammer. 
[ have known her to run with one hundred and twenty pounds 
of steam, but I would not risk her myself with forty pounds. 
That iron was a good deal deteriorated by use. We have ex- 
ceptional cases to be sure, but on general principle old boilers 
should be thrown away. 

Mr. Hayes, Illinois Central Railroad—I would ask Mr. Sellers 
if iron does not increase in strength as it becomes harder. 

Mr. Sellers—Iron that has been exposed to the air is com- 
paratively better. I have seen old bolts half rusted away that 
were far better than originally. But constant expansion and 
contraction will deteriorate iron, I have never tested the ten- 
sile strength of such iron, but I know that when a two pound 
hammer breaks it it is not safe to carry one hundred and 
twenty pounds of steam. There is a constant pressure on the 
inside, and the strength of the boiler is constantly fighting 
against it. Running up to one hundred and twenty pounds in 
a few minutes is certainly a great strain. 
tion of our boilers is bad for expansion, and, as Mr. Philbrick 
says, “there is too much hurrying.” A patched job is a poor 
one at best, and with lives and property depending on these 
we certainly cannot be too careful. 

The vote was then taken on the motion to append Mr. Rob- 


Yet every movement of | 


The whole construc- | 


first put in. That exposed to the fire was brittle, as a matter 
of course. I can see no reason why that boiler could not bear 
as much strain as when new. Weall know that hard steel will 
bear more tensile strength than when soft. A glass cylinder 
will bear great pressure, but you cannot strike the lightest 
blow without shattering it to pieces. I know there is a differ- 
ence in iron. Some iron becomes much harder than other un- 
der the same usage. I have had occasion to remove fire-boxes 
that I could do nothing with with a hammer, yet they would 
bear as much pressure as ever, You could do nothing with it 
till annealed, yet when annealed it seemed to be the best and 
toughest. 

Mr. White, Evansville & Crawfordsville Railroad—I have 
taken out quite a number of fire-boxes, and have found them 
in the same state of which Mr. Wells speaks, It is only a 
short time since I took one out to put a new crown sheet in, 
and there was a crack in the left hand corner perhaps eight 
inches long. It was an inconvenient place to patch, and I de- 
cided to take it out. The pieces of the left hand corner were 
I annealed them, and they were very 
tough, and the piece was seemingly as good as new. 

Mr. Philbrick, Maine Central Railroad, concurred in this 
opinion. 

CORRESPONDENCE. 

Mr. President—The Committee on Correspondence have 
some communications to report, which will now be read by the 
Secrotary. 

Letter of resignation of H. Hazel. Secretary instructed to 
correspond with Mr. Hazel, and ascertain his reasons for re- 


A letter from Thatcher Perkins, Superintendent of Machinery 
Louisville & Nashville Railroad, extending an invitation to the 
Association to visit the shops of that company. Invitation 
accepted. 

Also, a commnnication from H. Scott (through R. Wells), 
Superintendent of Jeffersonville, Madison & Indianapolis Rail- 
road, to visit the Ohio River railroad bridge, Jeffersonville and 
New Albany, by a special train on their road, at any time that 
it might suit their convenience. Which, on motion, was ac- 
cepted. 

lovlisitens were further given by Mr. Sprague, of the Ohio 
Falls Car Company, to visit their works, and by Mr. Skidmore, 
on behalf of the Louisville, Cincinnati & Lexington Railroad, 
to visit the fair grounds on the line of their road. 

The Secretary also read letters from the following gentlemen : 
Mr. Delano, Superintendent of St. Paul & Pacific Railroad ; 
Nathaniel Hayes, Superintendent of Washington & Ohio Rail- 
road; T. A. Perry, Master Mechanic of the Ashuelot Railroad ; 
and J. B. Pendleton, Master Mechanic of Seaboard & Roanoke 
Railroad, tendering their congratulations aud expressing re- 
gret at their not being able to be present, which were ordered 
to be placed on file. 

A communication was received from the proprietor of the 
Chicago RAILRoAD GazerTE, tendering the use of its columns 
for the publication of notices and announcements of the Asso- 
ciation. Proposition accepted. 

On motion of Mr. Lauder, the following Committee on Invi- 
tations were. appointed by the Chair: Losey, Lauder and 
White. 

The following additional correspondence was reported : Let- 
ter of Nathaniel Hayes ; read and filed. Letter of J. B. Pen- 
dleton ; read and filed. 

Mr. Hayes, [linois Central Railroad—I now move, Mr. Pres- 
ident, that aCommittee of three be appointed to take into con- 


| sideration a change of the time of meeting of this Association, 


inson’s article in the New York World to the report of the Com- | 


mittee and it was re ag ; : 
Mr. Setchell, Little Miami Railroad—I think the gentlemen 
misunderstood my position in regard to patched boilers. I 


stated that when a boiler ought to be thrown away I thought | 
patching very objectionable; but I say there are cases occur- | 


ring every day where patching is proved to be economical and | 


safe. I have taken boilers from the manufacturers that soon 
corroded and gave out along the seams. Now the question is 
if there be a bad place in the shee 
place or let the company lose $50 per day for fifteen or twenty 
days in putting a new fire-box in the boiler? hee sang 
member of the convention would advocate the patching of a 
worn-out boiler, But shall we throw away a boiler that is not 
worn out? I have heard that it is a favorite idea with Mr. 
Hayes that iron will not crystallize. 
say whether it is so or not. 

Mr. Hayes, Lllinois Central Railroad—No, sir; what I say is 
this: That the tensile strength of iron after fifteen years’ use 
is equal to what it originally was. 

Mr. Setchell, Little Miami Railroad—We have stated that 


no | 


I would like for him to | 


with instructions to report to-morrow. Adopted. 

The Chair then appointed the following Committee : Johann, 
Missouri Pacific Railroad ; Philbrick, Maine Central Railroad ; 
and Hayes, Illinois Central Railroad. 

On motion of Mr. Hayes, Illinois Central Railroad, the Con- 
vention then adjourned, to meet Wednesday morning, Septem- 
ber 13, at9 o’clock. 


SECOND DAY’S PROCEEDINGS, 


The Association met at 9 o'clock a. m. President H. M. Brit- 


— ton in the chair. 
tis it better to patch the | 1 


The first business in order was the reception of the report 
of the Committee on Dead Weight of Rolling Stock, which was 
read by the Secretary, received and ordered to be spread on the 
minutes : 

REPORT ON DEAD WEIGHT. 

The Chairman of the Committee to whom was referred con- 

tinued investigation of this subject, furnished the Secretary of 


| the Association with the requisite material for the circular of 


boilers have run from ten to twenty years without repairs of | 


any kind. Now if good iron will run that length of time and 
if, as Mr. Hayes says, the tensile strength is the same, why 
not use it? Railway companies do not furnish material to be 
thrown away, but to be taken care of. I say there are cases 
where boilers ought to be patched. Ihave a case under my 
own observation where a crown sheet of steel of a favorite man- 
ufactory gave way in getting up steam after the engine had 
run around trip of two hundred and forty miles, having been 
changed from wood to coal. ‘The crown sheet was patched by 
my predecessor on the road. It ran successfully without losing 
a trip for eighteen months. I would like to know if this patch- 
ing was not economy? 
that time, and another patch was put on, In testing it the 
crown sheet cracked in another place. It was then decided to 
put in a new sheet, and in getting it out it broke nearly all to 
pieces. That proved it was not good, but does it disprove the 
economy of patching? 


Again the patch gave out at the end of | 


questions to be addressed to members, with the intention of 
giving his personal attention at a later day to the compilation 
of the report, but his continued ill health necessitating a pro- 
longed residence in Europe, he was reluctantly compelled to 
resign his position as member of the Committee, which resig- 
nation was received at a date so late as to preclude the possi- 
bility of preparing a report as complete as the nature of the 
subject would seem to demand. Feeling desirous of discharg- 
ing the duty devolving upon them, the associate members of 
the Committee decided to prepare such report as the brief time 
at their disposal would admit. 

As but little information has been elicited through the mem- 
bers by the circulars, the opinions sct forth in their report 
will comprise mainly their own views, or individual experience 
of those with whom they have conferred upon the subject ; 
and if their statements or assumptions should be considered 
ill-founded, it is hoped that they at least may have the effect 
of provoking discussion upon the subject, and by this means 
much valuable information may be obtained. 

The subject possesses many cetggged features and some 


| problems ¢xtremely difficult to solve ; and while all are of the 
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opinion that the reduction of the useless dead weight in rolling 
stuck is au item of the utmost importance in railway economy, 
yet there seenis to be a lack of harmony as to the most feasible 
solution of the question. 

_ Your Committee can hardly hope that any immediate deci- 

sion can bo arrived at, but the attention of members being di- 
rected to the impurtance of these investigations, each year 
will add its experience and improvements, gradually intro- 
duced, eventuatly realizing the desired results. 
_, Phe expericnce of the past year afforded no oceasion for mod- 
ifying tue views set forth in their last report, but they notice 
with picasare ai increased interest in this subject, resulting 
in interesting discussions in our leading railway journals. 
Many of the communications assame that the narrow gauge is 
to prove a sovereign remedy for the ills that railway roiling 
Stock is sabject to, from a superabundance of dead weight. 
Your Committee, however, cannot acknowledge the force or 
correctness of the views maintained by the advocates of the 
narrow-gauge tueory, and claim, trey tuink with reason too 
that their premises are not borne out by actual experience. 
For example, the Deaver & Rio Grande, with a 3-fvot gauge, 
the cars of which seat 34 passengers, at a weight of 441 lbs. 
per passeager, Oa the Toroatu, Grey & Bruce, with a gauge of 
3 fect 6 incaes, their cars carry 33 passengers, with a weight of 
545 Ibs. per passenger, ‘Tue New Jersey Railway & Transpor- 
ton Company, 4 feet 8} inch gauge, the weight of car is 466 tbs. 
per passvager, On tue Erie Railway, 6 feet gauge, the weight 
of Cars is v26 lbs. per passenger. If the seats in the New Jer- 
sey aud Evie Railway cars were placed as closely together as in 
the harrow gauge cars, tue weigat of car per passenger would 
b », fur New Jersoy Railway, 430 Ibs., and for the Erie Railway, 
490 lbs. per passenger, ‘Tne widta of seats of cars of Denver 
« Rio Grande Raitway, is 18 inches ; on the Toronto Grey & 
Bruce Railway is 16% inches; on the New Jersey Railroad, 19 
inches ; andonthe Eric Railway, 23 inches. The New Jersey 
cars are one foot higher, and the Erie cars two feet higher in- 
side than those of tue narrow-gauge roads cited, so that it is 
self-evident that if the seating capacity and other dimensions 
given were reduced to the same standard as the narrow 
Buuso Meattoasd, the weight per passenger would be in favor 
of the wider gauges. 

Upon many of our large roads the experience is decidedly in 
favor of the theory, that toa certain extent—the formula for 
whica can be readily established-—the longer the car the less 
the proportion of dead to paying weight. If to the mechanical 
resuits obtained by these investigations we add the fact that 
the tendency of the age, as manifested by the traveling public 
is In Favor of increased iuxury, additional space and greater ac- 
commodations, all of which’ necessitate greater weight, and 
still further complication of construction, there would seem 
to be bat slight prospect of any material diminution of dead 
Weight in our passenger cars, Your Committee would suggest 
that, in view of the obstacle presented, particular attention 
- € gents the relative proportious of cach individual part of 
a — especially in the seats and trucks, 

-. uly be a field for material reduction. Some 
ir ~ mut / be devised for the construction of a wheel which 
| ag oe degree of strength with a large re- 

let veig ae sphere of operations for these im- 
provements is hecessarily circumscribed, as railway managers 
manifest a reasonable degree of hesitation in regard to the 
- rsement of doubtful experiments, which involve any radi- 
= —- in their standard systems of construction, hence 
i018 oF pritaary importance that the desired changes be made 
* — 11120 us far as may be with the existing structures. 
- biped building, a8 18 well known, the weight increases 
pretty hearly as the square of the length of the span and toa 
certainty this rule will doubtless obtain in car building. But 
re facts as shown do not seem to manifest the advantage ot 
; vice arg in the construction of passenger cars, nor yet in 

relgut cars, even upon roads where the bulk of the trafic 
passes in one direction and cars require to be returned empty 
yee advantages, if any there be, are yet to be shown. A num- 
ren bp , a cars were used at one time in the freight 
a iy 1¢ Michigan Southern Railroad, but were found to 

0 Wholly unsuited for their business, and no attempts were 
mde to maintain them in use, while upon the Chicago, Bur- 
lington & Quincy Railroad it has been ound profitable ‘to in- 
crease the size—and consequently weight—and in stock cars 
especially, material advantages by this means are gained, 


Notwithstanding these facts, your Committee are not inclined 


bs — it 18 impossible to materially reduce the dead 
weight of ro ling stock, yet keeping in view the demands of the 
| public, and the material advantages seemingly ob- 
a . . vald scem pease to make any essential 
hang ) become a standard feature in railroad equipment 


until such change may have been care . 
ad ch change may have been carefully and thoroughly 


As regards the subject of locomotive reforms, a recent num- 
ber of Van Nostrand’s Magazine contained an article by a 
prominent civil engineer, in which he says : 

“While track is being torn into ribbons, go as to be often 

dangerous, stockholders are grumbling at non-payments of 
dividends, directors are regretting their inability to pay them 
and superintendents truthfully excusing themselves a thoes ) 
the non-lasting properties of the iron rails and permanent way 
hundreds of thousands of dollars are yearly spent to replace the 
present ponderous engine, the demoniac cause of nearly all 
dam ise. If we consider the present used type of locomotive, 
the faults which at first strike us are these : If the whole weight 
18 upon its drivers its wheel base is too long, it traverses curves 
roughly, and on an unballasted road can hardly be held in place. 
If the leading wheels are upon the trucks, one-third of its ad- 
he sion (more or less) has been lost, and this third becomes 80 
mach non-paying weight, which requires coal to be burned 
men to be paid, oil, tallow and waste to be purchased, an 
construction money to be spent in pushing it along. 
_ “Behind is the tender, adding nothing to power, but weigh- 
ing twenty tons (more or less), and costs so much, say @ car 
and a quarter to haul. The balance is unequal, being one-third 
at one end and two-thirds at the other, so it gets along by gal- 
loping, rocking and plunging, and because the drivers are set 
stiff to the frame, by grinding the track not so badly as its 
brother with the eight wheels connected. 

“Further, if we consider the condition of a train upon the 
track with cither of these monsters in the lead, we perceive 
this anomaly, that while each wheel of the train bears upon the 
track with a force of almost two and a half tons (5,000 ths.) the 
drivers of the locomotive have at least a weight of usually about 
five tons (10,000 ths.), and when plunging, a frequent kick of 
almost nine tons.’ ” 

[The quotations following are from a paper in reply to the 
article in Van Nostrand’s Mayazine, read before Society of 
Practical Engineers.—Eprror RarLroap GAZETTE. 

“It will be observed that the writer here charges the present 
locomotive with ‘ nearly all’ the damage sustained by the track, 
and attributes it to three causes: Ist. ‘fo the amount of dead 
weight carried; 2d. To the excessive load on the driving 
wheels ; 3d_ ‘To the rigidity of the whole base. 

* The first is susceptible of a very simple numerical estimate 
and comparison. An ordinary eight-wheeled locomotive, with 
four drivers and a truck, 16x24 inch cylinder, weighs, in work- 
ing order, exclusive of the tender, 60,000 ths., of which 40,000 
Ibs. are carried by the driving wheels and are barely sufficient 
for producing the requisite adhesion of the wheels to the rail, 
and therefore cannot be counted as dead weight, although it is 
non-paying. The remaining 20,000 ths. is carried on the truck. 

The tender of such an engine will weigh 20,000 tbs. empty, and 
will carry 1,800 gallons of water and three tons of coal, making 


a total weight of 41,000 tbs. As the supply of fuel and water 
varies very much, the tank being sometimes full, but very sel- | 
dom empty, it would be fair, we think, to count two-thirds of 
the water and coal as the average weight carried. Therefore 
the average weight of the tender will be 34,000 tbs., which 
added to tnat on the truck of the engine would make the total 
dead weight of the locomotive and tender 54,000 Ibs.” 

If we can, in any way, once determine what weight of rail 
and character of permanent way is most economical for the 
passage of cars whose wheels carry, say 5,000 tbs. each, thon if 
we run engines on the same track with wheels carrying a greater 
weight, we should increase the stability of the permanent way 
in the same proportion, and it seems probable that with rails | 
sufficiently heavy the driving wheels of an ordinary locomotive 
may wear the track only in proportion to the weight they carry, 
and that the question might assume the form of a simple cal- 
culation on the interest and cost of the rails. 

“It therefore becomes a question whether it is cheaper to 
pay the interest on the difference of cost between the heavy 
and light iron, or distribute the adhesive weight on more 
driving wheels. Up to the present time the great majority of | 
American railroad engineers have decided that the former is 
the cheaper of the two. Coupling more than two pairs of 
wheels is very generally considered to be objectionable, and 
with the exception of those roads whose grades would not ad- 
mit of being worked in any other way, locomotives having six 
and eight wueels connected have, in this country, generally 
been abandoned. We are not expressing any opinion in rela- 
tion to the wisdom of the decision, only stating the fact; and 
that is, so far as the evil of excessive weight on the driving 
wheels of American locomotives is concerned, our practice has 
decided that it is less than that incurred by connecting more 
than two pairs of driving wheels, and that the latter isa greater 
evil than the increased cost of permanent way.” 

While a reasonable difference of opinion regarding the details 
of locomotive construction may be expected in different locali- 
ties, we think that all will concur in the value of large boiler 
space. ‘The engine whose steaming capacity is worked nearly 
or quite to its maximum while hauling trains upon a level will 
require an extra strain to furnish the steam over the grades, 
from which few roads can claim an absulute immunity. ‘The 
advantage of surplus steam space can hardly be overestimated, 
especially in handling heavy trains. But these advantages 
can not be obtained without material addition to the non-pay- 
ing or dead weight. ‘The plan of construction advocated by 
Mr. Fairlie possesses some features tending toward a diminu- 
tion of the sarplus weight, yet the fact of his carrying this 
weight upon six wheels instead of sixteen, as in the ordinary 
American locomotive, would seem a step quite in the reverse, 
and which would prove in effect far more destructive to the 
railroad than our present system. 

The great difficulty in reducing the dead weight of locomo- 
tive engines would seem to arise from the necessity of using 
large boilers, the value or efficiency of the engine being pri- 
marily dependent upon its boiler capacity; and as large boilers 
must of necessity be accompanied by weight in proportion to 
their size, the theory of tue reduction of dead weight in en- 
gines may be reduced to two propositions, viz.: lighter boilers 
or lighter parts. ‘The nominal adhesion of the standard eight- 
wheel American engine is often insutlicient, as at present con- 
structed, hence it follows that if the weight be materially re 
duced, a large proportion of the remaining weight must be placed 
upon the driving wheels, and the result is claimed to have been 
achieved by the plan of both Messrs. Fairlie and Forney. 

As has been shown the system of Mr. Fairlie seems decidedly 
objectionable, as placing the entire weight upon fewer wheels 
than is consistent with economical operations of our roads, as 
at present constructed. The plan of Mr. Forney, however, 
seams to have met and successiully overcome this objection. 
The weight as distributed in the engine of his design secures 
a great percentage of adhesion with a very material reduction 
in the gross weight. There is a double advantage in this, as 
the cost of the locomotive is dependent, to a certain extent, 
upon its weight, a considerable economy is effected in the ex- 
pense of their construction, and an incidental advantage be- 
sides this saving in cost. ‘The adhesive power being main- 
tained at the same standard, the dead weight removed from 
engine, adds a like amount to the paying freight hauled. 
Should this theory of locomotive coustruction prove to be well 
founded, the advantages gained would be of a most valuable 
character, and your Committee are of the opinion that the facts 
elicited warrant a further investigation, as affording a possible 
solution of the problem of the reduction of the dead weight 
of rolling stock. 

The Fairlie engine (Janus), built by William Mason, has 
been ordered to the Lehigh Valley Railroad for trial, and we 
hope that full reports of its performance will be furnished the 
Association; the items being furnished in detail as to its work- 
ing upon levels compared with different grades, cost of repairs, 
fuel, oil and waste accounts. These tests conducted under the 
immediate supervision of the officers of this road, will be of | 
great value, and go far toward deciding the merits or demerits | 
of the plan of locomotive construction. 
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The value of the labor spent in keeping the young 
trees free from und:rwood is soon recovered with & 
profit. Besides these teak plantations there are separate 
nurseries of wood introduccd from Australia, contsining 
among others several kinds of acacia. The plantations 


| require the utmost care, and the trees have to be watered 


during the first few years. Land is granted to the ryotr, 
and taxes are waived in order to secure their assistance m 
this task. S!ade-trees are also planted along roads and 
canals, and the care of these tres is intrusted to tle 
district engineers Tamari d and banyan trees are to 
be seen in fine condit on in and beyond the suburbs of 
Malabar, Gumsur, Salem and Mysvre. The avenurs of 
these places are lined with them, The banyan grows 
fa-t and is a good shade tree. 

The care of the government even extends to the north 
of India, to the regions watered by the Sut 1 dge on the 
north of the Himalaya Mountein range. T..e Deober 
cedar is here the kin’ of forests, growing to the height of 


| two hundred »nd ten feet, wite an average circumfe' ence 


of eighteen fect; some are found to measure thirty three 
leet, an | are cowputed to be nine hundred years old, 
The D. obser c dar flourishcs in a region the altinuee of 
wh ch is from seven the usind to ten thousand tet above 
the level of the sa. Mr. Brandis, the Inspector-General 
of Forest, has begun to utilize tues: Deob r woodland , 
and th.ee thousand trees are wn ually made to slide down 
he mountain slopes, amounting 10 Jour thousand five 
hondr d tons, or two hundred and twenty-five thousand 
cubic fe t ol timber, and valued a) t.irty-six shousand 
rupes The most risid care is exercised iu rep.an ing 
where these ch arings are made, 

Tue consumption of rai way ties in India is enorme us, 
int if the government did not control the clearing of 
f reste, they would soon be destroyed. About eleven 
hundred and fifty mols of rowds in the presidency ot 
Madras require two million and twenty four thousand 
ties; und as they last only eight year-, tao hundred and 
filty-three thousind tis are required per annum. To 
mect this demand thirty-five ti ous nd irces mus be cut 
down, and this number the immediate neigtborhood 
could not furnish. 

Mr. Brandis estimates the surface of forest land in 
Bermah at one and a ‘alf millions of acre-, and he calcu- 
lites that under a steady system of replanting that coun » 
try could be mate to yiclt, withour i jury 10 the preser- 
vation of hese tores s, on annual supply of three millions 
of cubie feet. Land: d at the ports of Moulmein and Ran « 
goon, this ameount would be worth fiften millions of 
dollars. In a single year ove hundred anfl twenty-seven 
thousand tous of timber have been furnishe! at these two 
ports atone, 

Aside from what the Indian Government has, under 
this well-organized system, been able to use for public 
purposes, it has sold timber to the value of one million 
cight hundred thousand dollurs, ‘This leaves a profit: of 
three hundred thousind dollars, and this, it is expected, 
will be greatly increased hereafter, We have iu these 
facts proof enough that great profits may be derived from 
forests Without banding them over to extermination,— 
New York Hoening Post. 


Pacific Mail Steamship Company. 


The following statement of the condition of this com- 
pany was submitted at the annual meeting on the 14th 
inst : 


ASBETS. 

Cash on hand and call loans....... .... .. +. $690,410 
lime loans, sices mGnibk ecard peovcuengouscess 242,100 
$895,000 United States 5-20 bonds, cost. ...... 981,067 
775,000 United States 10-40 bonds, cost ....... 838,' 25 
100,000 United States 5 per cent., new........ 110,000 
Cash in hands of agents aud pursers..........- 200,903 
Dt iis cnc. ceceeoan tons censsaeses beesen $35,022,506 


27,149 shares Pacific Mail Steamship Company's 

stock (being also a liability for the sume 
BMOUNE)...20-25 00 eevee cuheaneaneesaea .. 2,714,900 

1.668 shares Califoruia Dry Dock Company, San 
"PORENBED 6.0.0 s0s0scoscececcecsocnccedcesceres 100,335 








von) ($11 27 per tON)..........-.e00e 23 106 
In conclusion, we would urge upon the members the neces- ene Paar eeee eneneewereedse 4 ron 
sity of a full discussion of this subject, as stated at the com- | op seatbelt $6,071.76 
mencement of our report. The views herein expressed are not | Payments on steamers building................ 103, 2:4 
compiled from the report of members, a8 we have no such ma- | Real Extate— 
terial to work from, but partake of the character of exparte | san Francisco, including wharf and fran- : 
statements, and we trust are sufficiently heterodox to merit GUNES, .c0scvcve2 . pee hue asebabours $931,819 
the negative compliment of an objection, Warchouses, "an Francisco. .........--.++++ 1353 230 
Respectfully submitted OER, . povasainovshennnddenndene0se0nsees 25.649 
’ : > . Oregon ies . re puanaeues 207 
C. E. Benton, Kong Kong, with wharf, storehouses. &c.... 170,941 
Indianapolis & St, Louis Railroad, Yokohama, with storehouses and coal sheds. — 62 317 
KE. B. Gipss, ¢ Committee, CE ccvcsrcaues: eso ssccenswasensnya 0,986 
st. Louis & lron Mountain Rail- NE cs ccon<snapeusaaentiobes os 
_— as | Tabago Water Works, &c 40,000 
a Islands (Bay of Panama)........ peessenes 25.000 
[TO BE CONTINUED. ] Axpinwall, iron wharf, house, warehouse, &c, 359.676 
| Canal street wharl.........00.seceeeeereeeees 25.000 
1,785,987 
: : Steamers-— 
Railway Care of the Indian Forests. os eee cere $750,000 
Sacramento ......--4+-005 shearantwehed sen 600.000 
CannethtatiOR.....cccccvccesces vcvcsssevcectce 600,000 
No coal having been found in any part of India, ex- | = a ence andes coepianenenpe eae 
cept in the south, wood is required for fuel on the rail-| jing Stars... 2... .... Ee een ee ee 600.000 
way. The quantity requisite is sixty-eight pounds of dry Montans........-c2eeeeeeeeeree cesses seeeess 60,000 
or one hundred pounds uf green wood per mile for each te ~ Seeanehy heney = eee roet ern Newanm am 
locomotive. Calculating that an acre of forest will pro- | Costa Rica.........------ Sage bik be al : 400,000 
duce three and one-th:rd tons aanually, twenty-one acies | Ocean Queen,.... 2... 6..66.ee eee cree seen ees 90.000 
are required per mile to run one locom tive a year. Cer- core se vee nevvnbsraneipanans tt 
tain tracts of fo:est or jungle are, therefore, set aside by | Qa EEE 35.00 
the government for each railway company for the pay-| America............ Kain cata auby 1.017.968 
ment of a trifling tax. At Madras, also a population of se Rgeee.....--- sesenenenacrenen senses 1.058 a4 
seven hundred thousand people r quires one hundred — neanapaencnlele CRETE 
thousind tons of wool annually. This is furnished by | Ajaekan.......0......... ie ge? wid 138 
the surrounding jungles. : ce ee saenieghasbe pees _ 167,508 netiine 
While the governm nt thus freely concedes that which | | i iio hk a 7 one 
is indisp nsubie, it neglects nothing in the way of PL Sundry unsettled accounts..... aan 25 9S 
serving We tors 8, and planting is going on in every al a nme 
rection. ‘lhe most prominent plantatioa is that ot Mr. (0) $2),542 816 
Conolly, the Collector at Malabar, who has cre led a LIABILITIES. 
aumber of nurseries of tak wood w st of River Beypur, | eanitar stock... 20.70.70 
covering tw niy-five square m les. The t ak woud is first Preights on coals in transit... : 1845 
. man & ta i 2h: 2 Tn ttled accoun ® : é 4 
-oaked in Lo |.ng water in ord r to rid it of its bard she 1. ee etn ed poudh and bean 2 a 
When the young plants are three mouths old they are set 
out in rows cight tcet apart and 4 fyot under ground, | Total........ aS AS : ; $20,542,245 
, of te 
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editorial Announcements. 
| 


Address.—The Raityoan Gazerre will be printed for the present 
in New York; our printing house in Chicago having been destroyed. | 
All communications, therefore, whether ediiorval or business, should | 
be directed to the New York office. The proprietor will yeceive sub- 
scriptions and advertisements at his office in Chicago, Nos. 63 and 65 
South Canal street, but letters should be addressed lo New York, 


Correspondence.— We cordially invite the co-operation of the rail 
roud public in affording us the material for a thorough and worthy 
railroad paper, Railroad news, annual reports, notices of appoint 
ments, resignations, ete., and information concerning Unprovements | 
will be gratefully received, We make it our business to inform the | 
public concerning the progress of new lines, dnd are always glad lo 
receive news (f (hem. | 

Articles.— We desire articles relating to railroads, and, Uf acceptable, | 
will pay liberally for them. Articles concerning railroad manage 
enent, engineering, rolling stock and machinery, by men practically 

acquainted with these subjects, are especially desired. 


Advertisements.— We wish it distinetly understood that we will 
entertain no proposition to publish anything in this Journal for pay, 
EXCEPT IN THE ADVERTISING COLUMNS#. We give in our editorial 
columna OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 8o 
fully in our advertising columns, but it is useless lo ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
tistig patronage. 





THE CHANGE IN THE HANNIBAL & ST. JOSEPH 
RAILROAD. 


It has been for some months reported that this com- 
pany was likely to become independent of the “ Joy” in- 
terest which has heretofore managed it as alink—and a 
very important one—in the system of which the Michi- 
gan Central and the Chicago, Burlington & Quincy rail- 
roads are the eastern parts, and the Burlington & Missouri 
River, the Kansas City, St. Joseph & Council Bluffs, 
the Missouri River, Fort Scott & Gulf, the Leavenworth, 
Lawrence & Galveston, and the Atchison & Nebraska 
the western lines. Perhaps it cannot be said that the 
Hannibal & St. Joseph ever was managed in the interest 
of this great system. Always, and especially for a year 
or two past, it has acted quite independently of the other 
roads named and notinfrequently against their interests, 
although its directors were almost entirely ‘‘ Joy” men, 
and most of them largely interested in the other Joy 
roads. 

But for the past two years there have been several occa- 
sions when the inte”ests of the Hannibal & St. Joseph and 
those of the Burlington & Missouri River—both east and 
west lin's from the Mississippi to the Missouri, and 





both having the Chicago, Burlington & Quincy as an 
outlet to Chicago—have seemed to conflict, and | 
there seems to have been no common executive which | 
could make them harmonize. In such cases the Hannibal | 
Company has usu illy done exactly what was considered | 
for ils interests, irrespective of any other company. It | 
has thus mae favorable arrangements for an interchange | 
of business with lines from the Mississippi to the East, | 
which may have diminished the bulk of the traffic it de- | 
livered to the Chicago, Buriington & Quincy road, and | 
has in other particulars pursued an independent course, 
locking for traflic wherever it could be found, and caring | 
little for the direction of traflic after it leftits line, except | 
when it might affect exchange traffic. | 
This, of course, is the normal condition of an inde- | 
pendent line ; but only those roads which are not de- | 
pendent upon others for their traffic can afford to be | 
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independent in their management. 
St. Joseph it must be said that it has been, to a remark- 
able degree, independent of its connections. Through it, 
and through it alone, could the Chicago, Burlington & 
Quincy reach, by a route at all direct, Kansas; the re- 
markable immigration to which State has given a very 


| lurge traffic for two or three years past, most of which— 
at least of that part passing through Chicago—the Chicago, | 

| Burlington & Quincy has had the benefit of. Other roads, 

the Toledo, Wabash & Western especially, could carry 


their Kunsas business nearly as cheaply and directly by 


| way of St. Louis, and these roads, therefore, seemed to 


call for attention, rather than that which had no other 
risort, though the latter brought by far the largest traffic. 
By the election on the 7th instant there-was an en- 


| tire change in the directors, not one of the old members 


being re-elected. All but one of the new directors are 
residents of New York, and it is said that they will mun- 
age the property entirely independent of atl other com- 
panies. But we believe that there is an understanding, 


od | and that it was part of the plan by which the change was | 
| made, that the road hereafter shall work harmoniously 
| with the Toledo, Wabash & Western. It is true that only 
| one of the new directors 


is a member of the Wabash 
board, but others are known to be interested in the Wa- 
bash road, and it is not unreasonable to believe that this 
change is but partot a plan to secure a great system of rail- 


| roads under one general and harmonious direction, which 
| shall have eastern 


termini in New York and Boston and 
western in Kansas and perhaps beyond. The truth is, 
the New York Central has been slow to secure allies in 
the West. While it has waited and grown rich from the 
contributions of thousands of miles of railroads which 
could find no other outlet, the Pennsylvania has laid 


its hands upon scores of lines, and, without in 
any considerable degree incurring expenses or even 
| liabilities on their account, has made itself sure of 
their through | traffic. It has done little that is 
known to the world between the Miasissippi 
and the Missouri, but it has numerous and very éxcellent 
connections with the Mississippi at various points, and 


probably has, or readily can gain, important feeders west 
of the Missouri. The New York Central, meanwhile, 
seems secure only as fur west as Chicago, and, further 
south, to St. Louis, a nd being later in the field it has not 
been able to choose its lines. It is well enough settled, 
however, we imagine, that not only the Lake Shore & 
Michigan Southern but the Toledo, Wabash & Western, 
with its numerous branches, are safely secured to Vander- 
bilt, notwithstanding the ‘‘ independent” directory lately 
elected, which, it is said, will permit the Fort Wayne as 
well as the Lake Shore road to bid for its trafiic. When 
the New York Central desires to change this “ indepen- 
dence,” we imagine that it will cease, and that the gen- 
eral consolidation of the Wabash with the Lake Shore 
and of the two with the New York Central is a question 
depending on certain men’s views of ¢xpediency, and not 
on their power. 

If this be true, and the new board of the Han- 
nibal & St. Joseph Company is put in its place by the 
Vanderbilt party, the result, it will be seen, affects 
more than one company. The New York Centtal at once 
reaches the Missouri at two most important points— 
Kunsas City, the converging point of the present Kansas 
railroad system, and St. Joseph, which has important 
connections completed and in progress in Northern Kan- 
sas. It will give a route from New York to Kansas City 
1,426 miles long, which is about 25 miles shorter than the 
route by way of Chicago, and but 88 miles longer than the 
Pennsylvania route, by way of Pittsburgh, Columbus, In- 
dianapolis and St. Louis. 

However important the Hannibal & St. Joseph road 
my be for the through business it may afford for and 
from Toledo, New York and Boston, it is still true that a 
much larger part of its business goes to Chicago, and will 
continue to goto Chicago, or leave the road tor some 
other, however the line may be operated. Now the 
Wabash road is not now prepared to do a Chicazo busi- 
ness. By giving its traffic at Springfield to the Chicago 
& Alton it can give a tolerably short outlet to 
that city (287 miles from Hannibal against 263 by 
the Chicago, Burlington & Quincy), but the Chicago 
& Alton has its own line to Kansas City, and doubtless 
would be more inclined to take business from than to 
give itto the Wabash. By taking its business further 
east to Tolono, the Lilinois Central might afford it a Cui- 
cago connection, but this would be 315 miles long, and 
not dcsirable in the face of the competition with the Louis- 
iana route aud the Chicago & Southwestern. Eventually 
there will be, when the Decatur & State Line road 
is completed, a very good route to Chicago, 
which, it is probable, the Wabash will have 
a direct interest in, and which will give it 
short routes between Chicago and Hannibal and 
also between Chicago and St. Louis. From Hannibal the 
distance by this route to Chicago will be 270 miles, so that 


For the Hannibal & | 


[Nov. 18, 1871 





it will be but seven miles longer than the present route 
by the Chicago, Burlington & Quincy. The Decatur & 
State Line road, however, is yct to be made. A little 
grading has been done on the 25 miles nearest Chicago, 
but work was suspended six weeks ago, and it will doubt- 
less be nearly a year before it will be completed. Thus 


| the Hannibal & St. Joseph seems quite as dependent upon 


the Chicago, Burlington & Quincy for a Chicago connec- 
tion as the latter is upon the former for a Kansas connec- 
tion. Consequently there probably will be for some time 
no interruption of the present relations between the two 
roads, but together they will form a leading route be- 
tween Chicago and Kansas, prepared to work together to 
prevent any diversion of their old business to the new 
Louisiana and Southwestern routes, as they have hercto- 
fore worked against the St. Louis routes. 

3ut when the time comes, if come it does, when the 


Wabash will have its own route into Chicago 
and turns the Hannibal & St. Joseph _ busi- 
|ness upon that route, what will the Joy party 


do about it? They will have already done about it ; 
indeed they are and for a long time have been doing. It 
any persons were surprised at the result of the late elec- 
tions, they were not of them. For more than a year 
preparations have been making for a new line, which 
will make the Joy roads independent of the Hannibal 
& St. Joseph, and the work is now so far advanced that 
it is probable that early next summer the Chicago, Bur- 
lington & Quincy will be able to dispatch its trains 
from Chicago to St. Joseph and Kansas City by a new line 
under its own control which will be quite as short as 
and perhaps shorter than the present one by way of 
Quincy. The railroad which is to complete this route is 
the Burlington & Southwestern, which will extend south- 
westward from Burlington, Iowa, to St. Joseph, witb 
probably a branch to some point on the Kansas City, St. 
Joseph & Council Bluffs road, which will give it direct 
and short connections with Leavenworth and Kansas 
City, as that road itself will to Atchison. About one-half of 
this road will be completed this season, and the contracts 
for the construction of all or nearly all the rest are let. 
It has in progress one or two branches, besides those to 
Missouri River cities, and, in connection with certain 
branches of the Burlington & Missouri River Railroad, 


| now in progress, it will reach and be able to serve a larger 


portion of North Missowi than any other one system, 
save, perhaps, the North Missouri, which cannot become 
a compctitor for Chicago business.’ It will serve 
the Joy 1oads west of the Hannibal & St. Joseph 
—the Kansas City, St. Joseph & Council Bluffs, 
the Missouri River, Fort Scott & Gulf, the Leavenworth, 
Lawrence & Galveston, and the Atchison & Nebraska— 
quite as well as the Hannibal & St. Joseph can, and the 
country on its line, though not now so well developed, is 
just as fertile and just as likely to be populous and pro- 
ductive as any in North Missouri. 

From this it appears that, if at any time the two sys- 
tems should become hostile, the Joy as well as the Wa- 
bash party will be well provided with weapons. 


THE MASTER MECHANICS’ REPORT ON DEAD 
WEICHT. 


We continue the publication of the reports of the Mas- 
ter Mecbanics’ Association in this number of the Ga- 
ZETTE. One which we give this week—on ‘‘ dead 
weight”—relates to, perhaps, the most important subject 
brought before the convention, but very curiously it 
did not call forth any discussion. 

On all our railroads in this country about three tons of 
dead weight (including that of the engine) are hauled to 
every two of paying freight; and the weight of cars and 
locomotives is from ten to twenty times that of the pase 
sengers cariied. It is of course much easier to call atten- 
tion to this evil than to remedy it, but considering its 
magnitude and the fat that the first step requisite to 


bring about a cure is to know the extent and nature of 


the disease, it is a matter of surprise that the report on 


this subject did not receive more care in its preparation , 


and attention when it wasread. In view of the indiffer- 
ence manifested by the master mechanics to this subject, 
we are led to doubt whether they have ever carnestly set 
to work to compute the extra weight carried or know 
why it is that their cars are so heavy in proportion 
to what they transport, or even know the weights 
of the different parts of cars and engines. We have 


often inquired of them and of car builders what 
the weight of different parts of cars and engines 


was, but seldom have found that they have any 
definite knowledge, unless it be of such as are bought by 
the pound. Wer never knew of but one man who had 
weighed a car seat, and yet there are hundreds of tons of 
cast-iron which are now carried to and fro in car-seat 


frames which is utterly useless, either for the purpose of 


giving strength or ornament, A few hours’ time and a 
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little thought given the subject would diminish the | nine months, instead of six as was the case with volumes 
weight of most of the patterns we have seen twenty one and two. Hereafter the volumes wiil begin with the | 


pounds, which would amount to 560 pounds per car with | first of January and contain the issues of the whole year. 
twenty-eight seats, and therefore the dead weight on a/| By our present arrangement of advertising the bound 
road having fifty such cars would be reduced 28,000 volumes containing fifty-two numbers will be no thicker 
pounds. If these cars average 100 miles per day for 300 days | than were the first and second volumes, which contained 
in a year, this dead weight carried would be equivalent to but twenty-six numbers each. 

the transportation of 420,000 tons one mile. Now these fig- | — = 

ures are not imaginary only, but could be verified on any 
railroad in the land. We have selected only one part of 
car construction ; there are others in which reform is 
just as necessary. The same thing is true of locomotives. 
All over the land, locomotives weighing with their ten- | able to ride in their own cars and over their own roads to 
ders 100,000 pounds utilize only 40 per cent. or less of | any considerable town in the United States west of New 
their weight for adhesion, and parts are made heavy and | York. So far they seem to have neglected New Eng- 
strong only because some one else has done the same | ' land, and been very inconstant to New York; but these 


The Pennsylvania’s Recent Acquisition. 





absorbent of earnings and cause of expense. | them all eventually, must leave some till the last, simply 
Notwithstanding these facts, when the subject is | because he cannot take them all at a gulp. 
brought before a convention of men who should be most The last road leased (it has been pretty firmly in hand 
concerned about it, the report is lame and the members , for some time, though two or three years ago the Erie 
dumb. Even the suggestions which it made were passed | supposed it had bought it, and later the Baltimore & 
by, and notwithstanding the wide-spread discussion of the | Ohio was supposed to be very nearly in possession) 
subject of narrow gauge, the allusion made to it did not | is the Cleveland & Pittsburg Railroad, which is not only 
call forth a word of comment. There seemed to bea gen- | 
eral feeling at that time that if any one should say any- 
thing, somebody’s fcelings would be hurt, than which no 
condition of things could be more unfavorable for the | ing a route from Wheeling to Pittsburgh and Cleveland, 
elimination of truth. Mr. Fairlie, whose engine was | and a branch, thirty-two miles long, from Bayard to New 
criticised, is certainly capable of fighting his own battles, | Philadelphia, Ohio. It enters Pittsburgh, however, on 
and Mr. Forney, whose opinions were quoted and plan of | the track of the Pittsburgh, Fort Wayne & Chicago Rail- 
engine commended, ought not to be afraid of criticism. | way, over twenty-six miles of which, from Rochester ,it 
What is needed is to induce those who design and | hashad the right of running trains. The entire mileage 
superintend the construction of railroad machinery to | of the company, which will be turned over to the Penn- 
study the subject of dead weight in its relation to the | sylvania Company on the 1st of December, is 199 mi'es. 
construction of cars and locomotives. Master mechanics} By the terms of the lease the Pennsylvania will pay 


cities named in its title, but has also a line from Yellow 
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Freight to Chicago. 

Large stocks of all kinds of goods have been ordered in 
this city for Chicago, to replace those destroyed by the 
fire. These goods have in many instances been sent for- 
ward more rapidly than was anticipated, and they have 
in consequence arrived at their destination before any 
pre parations were made to receive them, In this matter 


| the Chicago merchants have to a certain extent acid 
blindly. ‘Anxious to have their goods on hand as soon 


At present itseems that very soon the ambitious man- | 
agers of the Pennsylvania Railroad Company will be | 


as possible, they ordered them betore their warehouses 
were rebuilt, with the expectation that the railroad com- 
panies would take care of them until such a time as they 
could receive them. All the accommodations of the rail- 
road companies and freight lines, howevir, were de- 
stroyed, and they are just now no more able to care for 
vast quanuties of freight than the owners are themselves, 


| Within the last two weeks more freight has been tor- 
thing before, and thus the useless load is carried back- | | —the latter, at least—will doubtless take their turn. The | 


ward and forward year after year, and forms a perpetual | anaconda in a rabbit’s warren, though sure to swallow | 


warded to Chicago than for any other two wecks during 
the year. It has been crowding in upon their slender 
accommodations day by day, ana being unable to dispose 


| of it otherwise, it has been allowed to remain in the 


a route between the two very important manufacturing | 


Creek down the O iio to Bellaire, forty-three miles, form- | 


cars. Long trains of freight cars are now standing 
in all the = stations, and the merchants having no 
accommodations of their own are unable to receive 
their goods from the companies. Under these cir- 
cumstances it would be well for shippers to held 
back their goods for a few days until the amount on 
hand shall have been disposed of. Goods forwarded at 
present will have to remain in the cars outside the city 


| for some days, until their turn comes to be unloaded, and 


everywhere tell us that it is almost impossible to n.ake | the interest on the bonded debt of the Cleveland & Pitts- | 


time with the present heavy sleeping and day cars on | burgh (about $3,800,000), and 7 per cent. dividends on 
fast trains. For all the principal roads, heavier passen- | the capital stock increased by 42 85 per cent., which will 
ger engines are now being built, which increase immense- 
heavier rails nece-sary. present share capital is about $7,500,000. 

What is needed is that this subject should be brought | The road is an exevllent property, with a capital ac- 
before the convention in such a way as to excite the in- | count of about $56,500 per mile, on which, probably, 
terest of the members, and thus induce them to compare | will be easy to make 10 per cent. To no other company 
the weight of the different parts of their machinery and | than the Pennsylvania could it be made so valuable, 
lead them to ascertain why certain parts which they are | though, doubtless, it might be of great service to the 
building are so much heavier than the same parts of dif- | Baltimore & Ohio, which alone would be able to make 
ferent design. There are castings about all railroads | it useful, if taken from the Pennsylvania. It is, however, 
which, under the manipulation of pattern-makers and | little dependent upon its connections, the business be- 
foremen of foundries and machine shops, have grown to | tween its termini with its local business giving it by far 
unreasonable proportions ; and forgings which, upon the | the largest part of its earnings. 
principle that, “if athing is made too strong, no one 
will ever find it out, but if made too weak, some one will 
soon learn it,” have grown as steadily as the years have 
come and gone, and which will never grow less until} One of our subscribers, who, we may say, is one of the 


some one has the courage to inaugurate a thorough re- | pest known, and deservedly so, of Western engineers apd 
form of them. 


Marks of Appreciation. 


| railroad men, having received a bill for a year’s subscrip- 
Few engineers and mechanics who have not tried it | tion, wrote ond remitted as follows: 
have any idea of the value of accurate memoranda of the | Believing your RatLroap Gazerre to be much more 
weights of the diflerent parts of machinery, and no op | valuable to me than the price at which my bill was m de 
; . out, I have tuken the liberty of altering the price of sub- 
portunity of collecting such data should ever be neglect- | ,,, ription for the current year, and ine ines you $20 here 
ed. There is nothing which gives us so much trouble to) with. * * * If you ever allude to this case of con- 
find out when we are in search of correct information as | science, do me the favor not to mention my name. 
the weights of parts of machinery, and no more valuable We need not say that such an evidence of appreciation 
contribution could be made to our columns than a cor- | from one whose good opinion is worth so much, and who 
rect list of the weights of all the parts in detail of either | is not personally acquainted with us, touches us deeply 
locomotives or cars, and encourages us exceedingly. We only hope that our 
It is to be hoped, therefore, that the committee who | | journal may merit such appreciation. This is one of 
now have this subject in charge, if there is one, will, be- | ™4ny Instances since the fire, in which subscribers - 
fore the next meeting, try to induce members to contrib- | have known only by name have testified an interest in 
ute some carefully recorded data with reference to the | age success and an appreciation of what we have done 
weights of the parts of locomotives and cars. which have given us reason to believe that we have done 
To illustrate the manner in which such information | some good service in our sphere and that our best rail- 
would be made valuable, we will suppose that the weight | road men are willing not only to support but to encour- 
of an engine-truck box was given by a number of differ- | 48¢ US In our work. ; ag 
ent parties, and it was found on comparison that those, Of course we do not wish and are not willing that any 
used by the Illinois Central Railroad weighed 75 pounds of our friends should > Sree than our regular price 
each, the same part on the Memphis & Charleston road | for subscription ; but if those who wish to do us some 
100 pounds and on the Boston & Maine only 64 pounds. | service will make a little effort to bring the RAILROAD 
The natural inquiry would be, Why do some weigh so | GAZETTE to the notice of their railroad friends, give usa 
much and others so little? If we had such data from, | £004 word, and thus gain us a subscriber now and then, 
say ten ora dozen different roads, a selection of those | W© will be very grateful. 
parts which are lightest would enable us to design an en- 
gine or car of the lightest weight, and without making | 
any very radical change. We therefore think the con- | We have special use for statistics, a complete as possi 
pers could net do any better eervien tan to esltect | ble, of railroad accidents in America. Any person whe 
Ch Sel ee ESTE Oe | has such statistics or can direct us to them will do us and 
the public, we hope, valuable service by informing us. 
Volume Three. | Of course the more complete such statistics are, and the 
longer the time they cover, the better; but a record 
We should have announced heretofore to out readers | gaving some account of the causes of ,the accidents 
that the present volume of the RarLroap GAZETTE will | would be more valuable than the most comple te list of 
close with the year 1871, and thus contain the issues for | casualties, 


Statistics of Railroad Accidents. 








ive an income of 10 per cent. on the present share capi- | 
£ I 


| E : jand as no equitable arrangement could be made until 
ly the destruction and wear of the track, and make | tal—just what it has earned for some years past. The 


as this arrangemeut incurs a possibility of damage by the 
weather, shippers would be wise to keep back their goods 
until the present pressure on the freight lines is removed. 

The present low turiff has greatly aided the restocking 
of Chicago, and more goods have been sent forward than 
would have been under a higher rate. There is as yet no 
indication of an advance, and the probabilities are that 
the present rates will continue until the first of the new 
year at least. Present prices are not based upon compe- 
tition between the companies or with other means of 
transportation, so that the close of canal navigation wall 
have litte or no effect. The companies have no conti- 
dence in each other, and fear that any arrangement that 
might be made between them would be broken. Any 
advance at present, however, isout of the quesiion, trom 


| the fact that many of the companies have made contracts 


at present prices for some time ahcad. Some of these 
contracts, it is understood, extend to the first of the year 


| they have expired, itis scarcely possible that there should 


be an advance betore that time.—New York Bulletin, 
Nov. 14. 
Caicago & Alton. 

The general officers have established their headquar- 
ters, since the fire, on West Randolph strect, in the large 
brick building near the Randolpt street bridge. 

David Temple, L. D. Latuam, Homer Si. John and 
Peter Dunbar, freight conductors on this road, have been 
promoted to the position of passenger conductors, Pcter 
Dunbar will run the mail train between Roodtiouse and 
St. Louis; Homer St. John the Peoria, Quincy & St. 
Louis express, between Jacksonville and St. Louis; and 
David Temple, L. D. Latham, A. J. Dunning, H. J. Ad- 
ams and Lewis Barrett the through passenger trains be- 


| tween Bloomington, Lil, and Mexico, Mo, 


The company has now 750 men employed in its shops 
at Bloomington. 


Chicago & Northwestern. 

The lowa Midland, which is controlled by this com- 
pany, was extended from Monmouth to Anamosa on the 
Sth inst., a distance of eleven miles, The latter point 
will be the western terminus of that line for the present. 

This company lost all their freigut and depot buildings 
inthe North D.vi-ion, but havealre iy revuilt tle n. Tes - 
porary freight houses have been constrvete | for the win- 
ier, while the company has begun a targe brick, fire- 
proot freight house fronting on North State street. The 
Northwestern Company have cariied out of Chicego free, 
within the past month, from 25,000 to 30,000 sufferers 
from the great Chicago fire, 

This company has established commodious headquar 
ters for their general oflices at No. 140 North Unien 
street. 

TUincis Contral. 

The general offices of this company have been estab- 
lished, since the fire, at No. 510 Wabash avenue, in a large 
three-story building, which is also occupied by the offices 
of the Pullman Paiace Car Company, and also by the gen- 
eral offices of the Chicago, Burlington & Quiney road, 
This company has established a passenger station at 
Twenty-second street, which will be permanent, und will 
afford accommodations to a large class of people in the 
South Division. The freight-houses of the company have 
been rebuilt, and freight is again landed at the old place 
near the mouth of the river, 

The Land Department of this company has been trans- 
ferred to Centralia, where the Land Commissioncr, Peter 
Duggy, at present has his office. 

A new time table was adopted November 12, as follows 


Leave. Arrive. 

St. Louis Exprean.......ccccresseccrcce “DIO A. M. "OOP. M. 
St. Louis Fast Line. is aeebesi co 12.008, *7.10 A.M. 
Cairo Mail.... uhene *0. 20 A. M. a0 P.M. 
Cairo Kxpres...ee... rere a  § YS "TIVA M, 
PSO TOORCIEE. oc ccccscccvccvnccee 17.10 P.M. *7A0 aA. M 
Gilman Passenger aie . 257. mM, *9 10 4. M. 
Iiyde Park and Oak Woods nee *6.25 A. M. *7 QA. M, 
sedevaes . *1220r. mM. *U 0) A.M. 

re = snanenes *S10 P.M "1.25 P.M. 

= = séFepegnannnes *5,.25 P.M. “4557. M. 

wi waa *H.20 7, M "T1597. M, 

* Sundays excepted. + Saturdays excepted, 


Chicago, Bur'ingtoa & Quincy. 

This company has established its regular passenger de 
pot at the corner of Sixteenth strect and Indiana avenue 
Caicago & Iowa. 

F, E. Hinckley, President of this company, h ) 
lished bis headquarters at No. 604 Michigan avenus " 











the building partly occupied by the Illinois Central and 
Chicago, Burlington & Quincy companies. It is expect- 
ed that this road will be opened, in a few days, to For- 
reston. 


Michigan Central, 

Tuis company has voted to issue one share of new 
stock at par for every six shares of stock held by stock. 
holders of rm cord at the close of business on the 18:h inst- 
The new stock will not be entitled to the next dividend. 


Lake Shore & Michigan Southern 

The office of Mr. Charles Paine, the Chief Engineer of 
the lines west of Toledo, which was formerly in the 
Van Buren street depot, Chicago, have been established 
temporarily in Laporte, Ind. 

Michigan Cest-al. 

The treight houses of this company, which were 
burned in te great fire, have been reconstructed, The 
old found :t'ous were us d for the new buildings, and, to 
a covsiderable extent, the old walls were left standing 
The company has, with marvelous speed, pliced its 
freight houses under cover, making them as nearly fire- 
proo as possible, One of these hou-es is 400 fe t long 
by 80 in with. The old walls were uscd, a new root 
only being nec ded, which has i lreacy been cors ructed «f 
slave, Anollur f.eight house, 400 tect long by 40 in 
width. has been chi: thy rebu It, th: old fornda ions being 
used, upon w.ich new bri k wails tave been construe - 
el This is already one- hrtun er cover. Still ano her 
ir ight hows-, 00x40 fee in dimen-i» 8, has been almeo-t 
en ely re nilt. with brick walls, The reot is coust:uet- 
ed of carand gravel, a dis t+ remain until spring, when 
it ia to be replac: d by a slate rout. 

Chicag’, Rock Island & Pacific, 

Tui- company is! usy r pairing the damage sustained 
hy the crea fire. Iti- rebuilding upon is old founda- 
tion ‘he out-ircivit house, ext nding between Tylor and 
Poik stree s, which is :o be 800 fe tlong ty 40 feet wide. 
The company, taking a less n from toe results of the 
fire, bove d cid dio rebuild their f.cieht bh uses unde: 
the direction of theirenline rv, E i. Johnson ; and the 
walls are being Coustrue e1 in so su’ stantial a manne 
toa th y will noi be jikely to f if their ou lding sh: uld 
b> subjected to the rivales of unother great fire. The 
walls ore solid and 16 inetes in thie kne-s. Wha 
is termed the “Flemish bond? bas been adopted in 
laying the brick, Tue walls will, no doubt, be copied, 
to a considerable extent, by the architects who will be 
envage | in recon-tructing the burned portion of the city 
The building is be ng consiiuc'ed under the immediate 
direction of W. D. Tubbs, foreman of masons, and J. J. 
Hiul!, foreman of carpenters, bo.h officers in the employ 
of the railroad company, 

The company is also rebuilding itsexpress and baggage 
rooms, on the corner of Hwrison and Sherman stre: ts, 

This company opened iis road from Des Mo‘nes south 
to Indianola, adistance of twenty-one miles, about » week 
ago. The gneral offices are temporarily located at the 
corner of Twelfth and Clark streets. 

Tincis Central. 

The company reports as follows its receipts for the 
month of October, 1871 : 

Lend Department. 


Acres construction lands sold.............-... 
Acres interest fund lands sold................- 
Acres free lands sold............. dalaaiveiet Raves 


1,701.76 for $17,411 84 


40.00 for 836 00 
Total eales during the month of Oriober, 1871. . 1,741.76 for $18,247 4 
To which add town lot sales 295 00 

















I es ciao: $°8,542 84 
Cash collected in October, 1871............... $94,913 20 
Estimated Karning:— Trafic Department. 

‘ : In Klinois., In Iowa, Total. 

WT miles. | 402 miles. |1,109 miles. 

POIBDE..c00s cocccscseroreceseose $40 450 06/8 99.8 6 00 $500,256 00 

te aah 138,934 00] 43.499 55) 182.833 55 

BEEN cistdctecedecsennbeaetencenes 6,375 00 8.059 33 9.434 33 

Other sources........... Seecsecnes 66,500 00: 2.940 67) 69,440 67 

Total, October, 1871 ............6- $612,259 00} $149,705 55)$761,964 55 
Total actual earnings, October. 

kanle b6b ene bObeyeseeaeeenaias $734 363 66) $168 861 77/3903,225 43 

Decrease $122,104 66|$ 19,156 22'8141,260 88 

















The diminution of receipts shown above is owing to 
the interruption of traffic for nearly two weeks tollowing 
the Chicago fire of October 8. 





—The Atlantic & Pacific Telegraph Company has re- 
cently completed the construction of a new line trom 
Memphis to New Orleans, 400 miles, It runs along the 
Missivsippi & Tennessee Railroad from Memphis south- 
eas! ward to Grenada, Miss., thence southward over the 
Mississippi Central and the New Orleans, Jackson & 
Great Northern. 


—An exchange says: “There is now running on the 
New York & Boston express line a smoking car (No. 49) 
which was rebuit at the Boston & Albany shops st 
Brighton, and which is a great improvement in luxury 
and convenience over the old style of smoking vehicle. 
It is provided with a patent brake, end ventilaters and 
other novelties in car construction and acc: ssories ; 
among which, it is sid, are tree cigars and a mechanical 
self-acting lighting machine, which ignit s the passengers’ 
cigars without any effort whatever on their part.” 


—The National Dispatch Line, whose cors run over the 
Boston, Lowell & Nashua, Concord, Noth rn of New 
Han pshire, Vermont Centr], Grand Trunk and Michi- 
gan Central railroads between Boston and Chicago, and 
also «ia routes west of Chicago, commenced operation. 
two years andah If ago with 20 cars, and now has 800 
and is addivg to its stock at the rate of 40 per month. 
These cars have “compromise” trucks, on which the 
wheels are changed from the standurd to the 6ft. 6in. 
gauge and vice versa. 
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ELECTIONS AND APPOINTMENTS. | 


—Horace B. Wilber, of Boston, has been appointed | 
Treasurer of the Vermont Central Railroad Company, 
now one of the greutest, if not the greatest, of New Eng- 
lund railroad corporations. 

—At a merting of the s'ockholders of the Atlantic Mail 
Steamship Conipany, held in New York, on the 14th 
inst., the following gentlemen were elected directors for 
the year ensuing: Samuel G. Wheeler, Jr.. Edward Jor- 
dan, Loyal 8. Pond, Charles F. Davenport, George P. 
Smith, Archit ald M. Smith and Anthony M,. Bliss. Ata 
subsequent meeting of the directors the present officers 
of the compiny were re-elected, as follows: A. W. | 
Dimock, Pr. sident; Charles F. Davenport, Vice- Presi- 
dent; H. J. Quinard, Treasurer; J. O. B.ker, Secretary. 

—At the »nnual meting of the Peoria & Rock Island | 
Railioad C: mpany, held in Peoria, November 9, the | 
following persons were chosen directors for the ensuing 
year: Benj. E. Smite, W Hiam Denni-on, Columbus, O.; 
W.R. Hamilton, Wm. H. Cruger, Henry T. Baldwin, 
Va entine Dewein, Peoria, Ill.; O. E. Page, Cumbr.dge, 
I}.; W. L. Wiley, Galva, Tl. 

The new board elected the following cxecutive officers: | 
President, W. BR. Hamilton; Vice-President, Benj. E. 
Smith; Secretary and Trea-wer, C. P. Janes. 

The only 1 ew man in this board is Bu jamin E. Smith, 
who tikes the place ot 5S. F, Otmun, of Wyoming, IIL; 
b t the report dees net Chronic’e the choice of any per-on 
in place of K. R. Cable, who is Supcrintendent of tie 
104d and was in last year’s board. 

—Mr. Wm. HH. Turner, late General Freight Agent of | 
the Worcester & Nashua Railio.d, hes been a; pointed 
Superinundent of the new Portland & Rochester Ruil- 
roud, 

—Atameeting of the d'rectors of the St. Louis & South- | 
eastern Rai-way Compimy,beld at Evansv. le, Ind., on 
the eveni: g of the 1st inst., the following cffiecrs were 
thected: General E. F. Winslow, Pr siient; J. J. C s- 
Ne, First Vice-Preside: t; General J. H. Wilson, Second 
Vice-President; J. F. Al xand:r, Third Vice-President ; 
C. W. Gardner, cretary and Tieasurer; John P. Hains, 
Auditor; Asa Igh hurt, A'torney. 

—Atal te meeting of the Exkhart & St. Joseph Rail- 
road Company, which purpes s to construct a rai!road 
from Elkhart, Ind., northwestward down the valley of 
the St. Joseph River about 45 miles to 8. Joseph, Mich., 
the following gentlem:n were elected directors for the 
ensuing ycar: John McNaughton, C. H Chase, P. More 
hous, J. Ro Beardsley, E. M. Irwin, John Ccook, B. D. 
Sorwood, Dean Swift, A. M. Tucker, M. F. Shuey, B. L. 
Davenpor', M. Smith, J. R. Mutuer. The old cffie rs 
were re-elected, as follows: P. Morehcous, President; B. 
D. Sherwoo, Vice-President; C. H. Chase, Secretary ; 
John Cook, Treasurer. 

—Hon. Galusha A. Grow, of Pennsylvania, has been 
elected President of the Houston & Great Northern Rail- | 
road Compuny, in plice of the late Dr. C. @. Young, who | 
lost bis life by an accidc nt on that road. 

—Mr. J. J. Grafton, who has been for some time Gen- | 
eral Ticket Agent of the Fort Wayne, Muncie & Cin- | 
cinnati Railroad, has been uppointed Superintendent of | 
the Detroit, Eel River & Illinois Railroad, 





& St. Joseph Raidroad Company, at the annual election | 
held in Hannibal, Mo., on the 7th inst.: Jacob 8. Rogers, | 
EK. 8. Higgins, A. M. Ramsdell, A. B. Baylis, Henry | 
Smith, John P. Acker, George Bolton Alley, J. M. Whit- 
comb and Daniel 8. Miller All of these, except Mr. | 
Ramsdell, whose home is New London, Conn., are resi- 
dents of New York. | 

This is a sweeping change, not one of the old board | 
having been re-electid. The members whose terms ex- 
pired were James F. Joy, Detroit; Nathaniel Thayer, | 
Sidney Burtlett, John A. Burnham and H. H. Hunne- 
well, Boston; James Craig, St. Joseph, Mo.; John V. L. 
Pruyn, Albany; William H. Neilson and James Robb, | 
New York. These were in large part interested in the 
Michigan Central, the Chic»go, Burlington & Quincy and 
the other “ Joy roads,” of which great system the Hanni- 
bal & St. Joseph has formed an important part. It is un- 
derstood that the new directois (only one of whom, how- 
ever, isa member of the Wabash board) will act in har- 
mony with the Toledo, Wabash & Western Compuny. 

The new board organized at a meeting in New York, | 
on the 14th inst. by the election of Henry N. Smith, | 
Presid: nt; Benjamin F. Carver, Vice-President ; and | 
John P. Acker, Fiscal Agent. Jay Gould was chosen | 
a director, to fill avacancy caused by the resignation ot 
a member since the election. 

—James T, Furber has been appointed General Freight | 
Ag:nt of the Kansas Central Railroad, beginning with | 
November 1. 


—At the election of the Massachusetts Central Railroad | 
Compary, held in West Boylston, November 1, the di- 
rectors were all re-elected, viz.: James M. Stone, Charles- | 
town, Mass.; Charles A. Cutting, No. 82 State sirect, | 
Boston; James 8. Draper, Wayland, Mass.; Francis Brig- 
ham aud George Houghion, Hudson City, N. Y.; B. H. | 
Tripp, Rutland, Mass.; J. Edwin Smih, Coldbrook, | 
Mas:.; E. B. Shattuck and Hiram Wadsworth, Burre, | 
Mass.; Henry F. Hills, Amherst, Mass.; L. J. Dudley, | 
| Northampion, Mass.; Joel Hoyden, Hayd: nville, Muss. | 
Jumes M. Stone is Prsident; Francis J. Parker, Treas- 
;urer; James 8. Draper, Secretary; and Edward Frost, 
| Chief Engin: er. 

—Ata meeting of theshareholders of the Grand Junc- | 
| tion Riilway of Canada, held at Belleville, a board of di- | 
| rectors was elected, which, with those appointed vy the | 
municipalities, ix 1s follows: Hon. Billi Fiint, Hon. Rob- 
ert R ad, James Brown, M. P.; Mackenzie Bowell, M. P.; | 
Dr. George H. Boulter, M. P. P.; Henry Corby, M. P..; 








—Gronnd has been broken at La Grange, Mo., fora | Al; heus F. Wood, Warden, County of Hastings; Tnemas 


rolling mill, in aid of which the town has vuted $200,000. 


| Holden, Mayor of Belleville; Thomas Kelso, President 


| Thomas Green, of Freepoit. 


—The following were chosen directors of the Hannibal | 
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Belleville Board of Trade; James S. Foulds, Reeve of 
Percy ; James Dinwoodie, Daniel D. Bogart and W. H. 
Pontou; Mr. T. Kelso was elected President. 

—On the 1st inst. the Eastern Ohio Railroad Company 
was organized by the election of the following directors: 
James A. McConnel and E. M. Stanbery, of McConnels- 
ville; Bennett Rosemond, of Cumberland; Eleazer 
Thompson, of Senecaville; William Lawrence, Sr., of 
Washington; Thomas M. Lenfestey, of Winchester, und 
William Lawrence, Sr., 
was chosen President and E. M. Stanbery Secretary of 
the board. 

—At the semi-annual meeting of the Gencral Freight 
Agents’ Association of the United States and Canauas, 
heid in Cincinnati, Novemter 1, the tollowing officers 
were elecied: President, E. R. Wadsworth; Vice-Presi- 
dent, H. W. Hibbard; Sceretary, H.C. Dahl, Tue meet- 
ing adjourned to mect in Louisville next M vy. 

—W. P. Brownson has becn appointed Superinten’ent 
of that portion of the Panhandle Route lying between 
Pittsburgh and Columbus. 

—Mr. H. L. Shute, late agent of the Illinois Central 
Railroad at Dunieith, hos b.en appointe | to the new 
office of Assistant General Freight Agent of the sime 
road, the vast busin: ss of the fre ght d partment having 
at last proved too much even for the wonderful activity 
ol Mr. Tucker, the Gen ral Freight Agent. 

—Mr. W. W. Walker, for some years Superin'endent 
of the Sioux Ci-y & Pacific R.i read, anu ons of the 
mest prominent and active ef railroad ©on-tructors in 
Iowa, hav.ng been as-oci ted witit How. John I Blur in 
many of his roads, has resigne i his pos tion, and is suc- 
ceeded by Mr. L. Burnet', of Missouri Vall y, who his 
been Assis ant Sup rinte:r dent of the road. Mr. Wa ker 
is an active manager of several lind, «oal and town com- 
panies, and is not Lkely to lack occupat on. 

—Adidison Day has resigned his position as Superin- 
tendent of the St. Louis & iron Mountain Railroad, and 
it is reported that he will be succeeded by A. W. Sloper. 

—Mr Joln P. Horton, who a few years ago was pas- 
eenger agent in Chie .go of tne Chicago & Northwestern 
Railway and is an active and popuiar gen leman, has 
been appointed N rihwestern Vassenger Ave.t of the 
Atiantic & Gre t Western Reilroad, with hea quarters at 
No. 73 South Canal street, Chicago. Mr. Horton since 
leaving Chicago has bern in tne service ot the Erie and 
the Atiantic & Great Western in Cincinnati. H_s ser. ice 
with the Northwestern makes him perf.ctly familiar with 
his present field. 


OLD AND NEW ROADS. 


St. Louis & Cedar Rapids. 

It is reported that Wolf, Carpenter & Co., contrac 'ors, 
have bought at sheriff's sale the rond-bed, d pot grounds 
and francuises generally of the St. Louis & Cedar Rapids 
Railroad, from Ottumwa to Sigourney, lowa, for $90,000. 


Boston & Providence. 
The following statement of the year’s business was 

made at the recent annual meeting. The year closed 

September 380: 

TOMI EXPONGIATOS......ccccccces coccrceveses $985,870 97 

RECEIPTS, 


NI 55.0 ic eb din's: 440 Sees e dain Knedeeseteenece $761,517 98 

| Wretghia...........00 cecscccececeeees co ceeeeesetoence 604.196 39 
MN ics Rus eees hehe ede oiersecdreneonedesee 12,398 44 
OUD scien dodincenoccersccnes ceebstes ian eeeeneee Vi VIY 27 
Nanas bis nswossesd timed 06% 43450408 tHE eEReE CeeReNs 6,145 51 
I ae cen cdek 6 atetdbweeeteah 4ncenens 8.043 27 


IN 5.05 5:5 bERSIS2 edd Kor eonoeRsatnacsadscens Ade. 1,200 00 


.. $1,415,480 86 





Total.. PTT ETE eer ee eee 

Two 5 per cent. dividends were made during the year, 
Fitchburg Railroad. 

The stockholders of the Fitchburg Railroad Company 


held a meeting at Boston on the 10th instant, to see: 
First—If the stockholders will authorize the directors 


| to unite with the Worcester & Nashua Railroad Company 


in taking a Jease of the contemplated Lancaster R tilroad. 
Second—To see if the stockholders will authorize the 


| directors to lucate and construct a branch railroad, with 


one or more tracks, commencing at some convenient 
point on the Fitchburg Railroad in or near the town of 
Concord, and thence running to some point on the Lan- 
caster & Sterling Branch Riilroad in the town of Stow. 

It was explained that the parties holding the charter 
for the Lancaster & S:erling road would coustruct if the 
Fitchburg Company would agree to lease at the rite of 6 
per cent. Both the propositions were adopted. The 
Lancaster Railroad, which will be about cight miles long, 
will cost about $240,000, and the connecting link between 
Concord and Stow, four miles in length, will cost be- 


| tween $75,000 and $100,000. 


Atch'son, Topeka & Santa Fe. 
It is expected that the extension of this railroad will 


| be complcted from Newton to Wichita within the current 


year, 
Boston & Albany. 

The Springfield Repudlican says of the application of 
the $5,000,000 to be borrowed by this company : 

** About $2,000,000 will snortiy be need d to meet ex- 
penditures now incurring for p:rmanint improvements, 
and large additional sums will be required fur the prose- 
cu ion of other works in contemplation, such as the 
Worcester union depot, the depot and br.dge in this city, 


| further depot accommodati ns at Boston, ant new engine 


house, shoys and yard room at Albany. President C. W. 


| Ch pin stated that the receipts of the road in October 
| were on a much larger ratio even than those of the last 


fiscal ycar. Two locomotives bave been added to the 
rolling stock since Oct ber 1, and four more will be put 
on by the 1st of next month. The West, he said, was 
calling for more freight car-, and n twithst nding their 
facilities fr the storage of grain, they were obliced to ap- 
propriate the third track at Brig ston for the standing of 
louded grain cars. Over 19,000 t ns were now stanuing 
awaiting shipment to Europe; cars and clevaturs were 
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full. There should be an increase of the facilities of 
transporti.g and storing such freight. Four years ago 
tiey scarcely had a car load of grain from the West, 
while this year they had brought nearly 5,000,000 bush- 
els; and as fur as Albany about 14,000,000.” 

The receipts and expenditures for the year were as fol- 
lows: 

RECEIPTS. 














1871. 1870. 

INI oo cis dias agin semeniagnnbanemey $2.776 405 $2,188,192 | 
aan 4,747,180 8,265,482 | 
OMe GRIONB os vcscaxsaccccudsbatososbcen 438,757 332,313 

Total receipts... $7,962,342 $5,785,987 
General expenses $2.028,964 $2,090.640 
Re; air shops....... « 1.433.054 1, 03,005 
Rood repairs........... 1,515,106 761,968 
ae a = =— eevee 
ere ee 
og eee Sree 
Gckbisassswentekker sneercocse bkakhee ee 8 —s nt se 


$5.817.359 $3.955,673 
2, 144,93 1,830,314 
The comprison is not at all accurate, as the period re- 
ported in 1870 covered only ten months. If, however, 
we add one-fif h to hat »mount, we still have last year’s 
armings greater by $1,019,158, or 143 per cent. Mean- 
while the expenses iucreased in a stl grea er ration, as, 
adding one-fifts to the ten months of 1870 report d, they 
would be greater in 1871 by $1,070,552, or 224 per cent. 


~~7 


Total expenses.. 
Net eurnings 


Pentsy:vania Rai'road. 

Tuis company is constructing two additional tracks 
b tween the inner depo! at P.tt-burgh and Lawrenceville, 
fir u-e of pa sengver trsins, avoiding the net-wor, of 
tracks betw.en t e two d- pois, and tue accumulation of 
freight cars which frequently obstruct te old tracks. On 
Sun.ay the row > tntween the stations Rosemont ad 
Vilin Nova was s rsightene!, To do this a tres l--work 
bridge, eight feet in heigi t and ninety teet in leng h was 
erected, an lan em!lankment four feet in height and one 
hund:ed and fifty in lengih was thrown up. Rails were 
shied wnd all the work done wituout interfuring with 
the business ot the roid. 

Indianarolis, Cinci nati & L:fayetts. 

‘Lhe tollowing deerce was entered in the District Court 
of the Unite! States, at Indi napolis, on the 8th inst., in 
the m.tter of tre First Nationa Bink of Lawren eburg, 
Tid., vs. toe Tudianapolis, Cincinnati & Laiayette Ru- 
road Comp .ny: 

“At the Court House of the United States, at the City 
of Indiimapoiis, on the 8th day of Neuve mber, 1871, this 
ciuse came on to be heard in said Dis rict Curt, and 
there bei: g no opposition to the same, the Court, after 
hearing th proofs, and upon considerat’‘on, find that ail 
ol the matters and things in the petition are true. It is, 
therefore, a‘judged that the said Indianapolis, Cincinnati 
& Lafsyeite Radioud Company became a bankrupt, 
Within the true intent and mean ng ot the act entitled 
‘An act to establish a uniform system of binkruptey 
throughout the Un ted States,” appreved March 2, 1871, 
before the filing ot said petition, to-wit: October 18, 1871, 
and the said Indianapolis, Cincinnati & Lafayetie Riii- 
roud is therefore declared ard adjudged a bankrupt ac- 
cordingly, ind itis tuither ordered that the said) bink- 
rupt shall, wothin four days, make and dcliver to th 
Marshal, as messenger, a schedule of their creditors and 
an inventory on thcir estate and eflects in the form and 
manner required by said act.” 

Morris n Cove Railroad. 

This railroad was opened November 8 between Mar- 
tinsburg and Altoona, Pa., by an excursion. Work on 
the line is progressing satisfactorily. 

Montross Railroad. 

The coutract for the construction of this new Pennsyl- 
vania tailroad from Tunkhannock to Montrose, a distance 
of twenty seven milcs, has been let to Perry Marcy, of 
Tunkhannock. 


Sinbury & Lowistown. 


This r.ilroad bas been leased to the Pennsylvania Rail- | 


road Company. 
Lackawanna & B comsburg. 

This Pennsylvania company has made surveys for a 
new road trom Nanticoke to Plymouth. 


L 


anca ter & Re-ding Narrow Gauge. 

The road is now located from Lancaster to Adamstown, 
and will be placed under contract as soon as $5,000 stock 
per mile is subsenbed. This the board expects to have 
ucc: mplished by the time of its next meeting, Monday, 
November 20. 

Lawrence & Pleasant Hill. 
This rsilr ad is now completed to Eudora, within nine 
milks of Lawrcnce, Kansas. 


Alabami & Ch-ttarcoga. 

Judge Bustecd has granted an order declaring the Ala- 
bama & Chattanooga Railrond Company bankrupt, and 
appointed Col. Gr.ndat R: ceiver, and designated Novem- 
b r27 as the day tor the clection of an a signee. Col. 
Grindat was heretofore custodian ad interim, appointed 
by the Stute. 


Ut:h No-thern. 

Says the Salt Lake 7rivune: It is the purpose of the 
Utuh Northern Railway Company to connect the Union 
Pacitic and Northern Pacitic vy rail, extending from Og- 
den through Utah aud Montana to the line of the Noitn- 
ern road. The road is now in process of construction 
between Ogden and Soda Springs. The track will be 
complted to Logan by the Ist of December, ant next 
year will ve pushed t! rough to 8.di Springs. From that 


point, in @ nneciion with a branch ot the Union Pacific 


from Evanston, the road will te carried through Monta a 
to firm a junction with the Northern Pacfie. Afier 
leaving Suda Springs, the road will te driven directly for 
Snuke tiver, in Montana. From T.ylor’s Bridge, on 
S: ake river, there we three prac ic] routes, a)l pa sing 
through Mad.son County, one of tue most fertile sections 
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of Montana. The road is likely to follow up Snake river 
some sixty miles to the low divide betwe n Madison and 
Hi nry lakes, thence down the Madison to the mouth of 
tue M: adow creck, xbout sixty miles thence xcross Nor- 
wegian an Willow cre k regions, and intersecting the 
Northern Pacitic at Jefferson. 


Cnsinzati Railroad Bridge. 

The Committee on Roads and Canals, Railroads and 
Sewerage of the Cincinnati Common Council, have agree: 
to recommend to the Council to vacate Killgour street 
and Eggleston avenue, from Pearl to Front streets, for the 
use of the Cinemnati Bridge Company and the Pitisburgh, 
Cincinnati & St. Louis Railway Company. If the Council 
adopt this reeemmendation it is believed that it wil 
settie the question between the city and bridge company 
and railroad wth reerence to the approiwhes to the 
‘ridge, and secure all the depots now projected ona 
grind seile in Cincinnati. A proviso is annexed that 
other railroads may use: these stieets on equitable terms, 
| Northern Central of Michigan. 
| Tne grating between Jonesville and Albion is com 
pleted and work is progressing nor hot Albion, ‘Lhe 
cons ruction of bridges is also commenced. 





Rome? & Pontiac. 

It is proposed to complete a railroad from Pontiac, 
Mich., «astwaid to Romeo, part of which has been con 
structed for some time and unused. 

Tho Cau't Sto. Mar‘o Canal. 

Tie following tible shows the aggregate tonnoge of 
ves els and steamers passing the locks tor each month 
from May to September, of 1870 and 1871 : 


Tonnage. Tonnage. 
Month. 1s70. IH71 
Muy .... 113.2415 
June 116 566.5 





du'y .. 121,362.5 

a a 106,612 3 aus) 

IO onc citeheeec0snbeeeccess .saseenens 965,.520.0 140 
Wass, “oncdakesatesnnh isaneee -. 554, 361.8 245 


The iner ase for 1871 is 20,410.65 tons. The numver 
was 1,580; the number during the corresponding perio | 
this year is 1,886. 
us: tor this trade are of larger size. 

Baker & Williams, who hive been working on the 
improv. ment of ths canal for a year past, have been 
vwarded the contract under the last governme..t appro 
piiai on, and are prepared to work wih a large force 
hiough the wintcr, the work being principally in rock. 


Ho:stoa & Groat Northern. 

An officer of this road writes to us that the company 
had a land giant of 16 sections per mile granted to it by 
the State, which—and not the general Government— 
owns the public lands ot Texas. Under this grant the 
Company was organized; but a'terward a new constitu 
tion was adopted, which prohibited land grants to riil- 
roads, and on the strength of this the State courts decline 
to vive the Houston & Great Northern i's land grant. 
On this account the prosecution of work other than that 
now und-r contract will be suspended, it is reporied, for 
the present, 


The Prozosed Nowf:undland Railrsad. 

It having b en proposed, in order to reduce the sea 
voyage betwern America and Europe to the least: possi- 
ble, to construct 4 railroad 158 miles long across New- 
foundland, and by various ferries and island railroad 
complete a route to Halifax, a correspondent of Thi 
Engineer writes that the railroad through Newfoundland 
would be in a barren, rocky country, uninhabited and 
mostly uninhabitable; that during the winter months the 
Gulf of St. Lawrence is totally unmanageable, while the 
straits between Nova Scotia and Prince Edward's Island 
are always fiozen in winter, so that tie route could be 
used only in summer; and that the numerous changes 
from train to steamer would make the route undesirable, 
even if practicable. 

Boston & Maire. 

This company has declared a dividend of three per 
| cent. for four months’ carnings ending September 30, and 
| the earnings for the same period excced four and one- 
| halt per cent., which leaves a reserve of $70,000, after 
paying this dividend. Change inthe time tor making 
the dividends became necessary in order to conform to 
the Jaws of the State, and the dividends in future will be 
payable in May and November instead of January and 
July. 

The extension of the road from South Berwick to 
Porthind, now under contract, and to be completed in 
June, it is estimated will cost two millions of dollars. — It 
was voted, at a meeting of the stockholders held at Law 
renee, that the stock in the extension road should be di 
vided pro rata, which would give tothe holder of five 
shares of the old stock two shares in the extension road 
it par. The value of the old s:ock is now $143. 

Great Falls & Conway. 

This New Hampshire railroad is completed to Madison, 
six miles beyond West Ossipee. 
| Now York Coatr:] & Hudson Bivcr. 

There are 13 passenger trains daily between New York 
| and Yonkers. 
Maine Cental. 

This company was to change the gauge of its line he- 
tween Waterville and Danville Junction on Sunday last, 
from 5 it. 6 in. 10 the standard gauge of 4 tt. &£in., and 
on the following Monday commence runving trams 
through over the extension from Dauville to Cumberland, 





i 


| Beeston, Lowell & Nashua, 
| ‘This company has purchased a large part of the land 
reclaimed by the Mystic River Corporation, being about 
thirty acres of land and twenty acres of dockage, ¢x- 
tending from the fovt of Elm street, Charlestown, down 
the Mystic Kiver. It has a frontage on the maii channel, 
| where there is not less than 27 feet of water at Jow tide, 
and the largest ocem steamers can float. This di-tr ct 
wi.] be 1eached by the Lowell road, through a branch to 






| grain, 
| Gilman, Clinton & Spricgfi:]d, 


| lately, the Montigue, Pentwater & Manistee Comp iny, 


| est possible route from Chicago to Grand Rapids, 


of vessels locked through in 1870, prior to Ovtob r 13, | 


This shows that the vessels now in 
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be constructed from the main line near Milk Row Sta- 
ticn, which is to be completed by next June. The Bos- 
ton Advertiser says that the company intends to make 
grest improvement here, among them a large elevator for 


A committee appointed by the town of Clinton, IIl., to 
examine the plans and specifications of machine shops, to 
be built there by the Gilman, Clinton & Springti ld Riil 
rond Company, report that they represent larger and more 
costly buildings than anticipate | at the time sulscrip- 
tions for the same were mate; also shat the work on the 
buildings is progressing rapidly, and that the walls will 
soon be compl ted, 

Chicago & Michigan Lazo S*ore. 

With this Michigan Company (whose road extends from 
New Bulfalo, on the Michigan Central northword to 
Montague, Mich win, above Maskegor) were consolidated 


tabi 


aca 


whose line is to complete the Lake Shore rowd down the 
lake to Ministee, and tue Grand Raj sids & Hollind Com- 
p ny, Whose road, now nearly completed, will form a 
brinch from the maio dine at Helland northea-tward to 
Grand Rapi's, ab ut 30 mils, which will open the short- 


Toledo, W-b sh & W-storn. 

This company hes commenced the construction of a 

new round-honuse, with fifty stalls, in Port Wayne. Other 
| new shop buil tings to be erecied there will not be com- 

meneed ull spring. 

Ea-sas Pccific. 

It is reported that this company will construct a branch 
line at once from Kit Carson southwest 75 miles to Fort 
Lyon, into the country soon to be reached by the Denver 
& Ri» Grande road. 
Houston & Tozaz C n'ral 

| Tuise moany intends to complete the extension of its 
ro d vorthwoard as faras Dal as, about 80 miles south of 
the Red R ver, and newly as tar north of the present ter- 
minus, by April, 1872. 
Mllincis Rail cad C:mmiss on. 
| A telegram trom Sprirgfield, dsted November 10, says 
| that the Rulroad © anmissioners have aceepte | the report 
ot the Onio & Mississipi R ilrowd Company, after sev- 


eral amendments, and that road is estab.isacd in el ss 
|“ B," carnings being $8,196 TL per mile. The Tolds, 
| Wabash & Western R ilway was esta lshet in ¢ ass 


1 OC and the Hannibiul & Naples Railroad estaulished ia 
cliss *D.” ‘Phis makes the classitica:ion of the railroads 
complete, except so fur as the Chie vo & Northwestern 
and the Chicago, Rock Island & Pae fic are concerned, 

The Chief Inspector of grain in Chicavo is in-tiueted 
to report at tre end of each weck every instance of the 
delivery of groin to any warehouse without lawlul in- 
spection, and the circumstances, 


| Roc':ford Central. 
There will be a special meeting of the stockholders of 
this company in Roektord, HL, on January 3, next, for 
the purpose of consid: ring aud acting upon the proposed 
| consolidation of their company wth the Mattison & 
| Portage Railroad Compiny, aid also the question of in 
creasing the capital stock of the Rockford Central Com- 
pany. 
Work on this road has been suspended for the present. 


aris & Decatur. 


Under date of November 8, the Chief Engineer, Mr. 
George B. Phinney, writes us that the work was) pro 
gressing finely; there were then ten miles of track laid 
from Paris westward, and they were then liying iron at 
the rate of half amileaday, and full soracing. The 
previous week Mr, Phinney located the line between 
Livingston and Deeatur, and by the Ist of February ihe 
grading between those points will be finished. 


anol) Te 
roe) 


» 7 
APO. Vy 


Tadian t 
It is proposed to remove the general offices of this 
Company from Urbana, lil, to Indianapolis 


4 peminntn “ on 
is, Dicemin-ten o:torn. 


Eansas C ntral. 

Siline county, Kaneas, has voted $150,000 to secure the 
construction of this railroad through it. 

The contract for the masonry of the second division 
was awarded at Leavenworth, on the ist inst 
& Foote, and for grading to M.S. Hall & Co. 


Wise 


Watt 


, lo Geiver 


4ea) 





Trains are now running regularly on this new railroad 
from its present casters terminus wt Veenah, on the Chi- 
cago & Northwestern Railw ey, westward 50 miles to Am- 
herst, and it isexpected that the track will reach ftevens’ 
Point before the ead of November 


A du Tae 
na GU wo 


Writing from Fond du Lac, Wis., November 7, one of 
the engineers says that the grading of the extension from 


Fond duo Lac westward througa Ripon to Princeton, 
Wis., will be completed, and by this tune track liying 
was to be commenced, From pres nt indications it 


seems probab’e that a further extension of the road will 
he surveycd this winter from Princeton northwest to 
Grind Rapids, 50 miles, and constructed next s ason, 
Grand Ripids on the Wisconsin River, 20 miles or 
more below Stevens’ Point, and only a little south of west 
from that place, 


is 


arli-gton & Southwestern, 

The St. Joseph (Mo.) Gazette says that the officers of 
this company are prepercd to put the entire line from St, 
Joseph to Minnesota, Mo. 


f 


aise 
Rta. 


low, 

The ex ension of this railroad from Mason City north 
war! to Nortuville, near the Minnesots line, 25 miles, his 
opened 


Co 


A Miss aa 9 rsa fons'eut itn Como nr. 
A company of railroad men has been formed in %t 
Lous u der the ‘aws of Missouri, with a capital of 


$2,000,0L0. Tis officers are A. L. Grant, Presid 








o— 


©. Glovis, of Germania, Vice-President. ; 
Sccretary ; W. J. Budd, of Missouri, 

ot Constepeiions Geo, A. Fiteh, Auditor; 
Treasurer; C. W. Calhoun, Land Commissioner; J. R. 
Shepherd, Financial Acent, and L. C. Clark, of the Lili- 
nois Central Railroad, C hiet Engineer. 
these gentlemen are of Chicazo and New York. 
chief obje ct of the company is to construct two railroads; 
one trom St. Louis to Arkansas River, 
other from Centralia, Mlinois, to Wichita, 
miles long. 


Burlington, Codar 2apids & Minnesota. 
This 


the Milwaukee & St. Paul Railway. It is sail that as 
soon as this rowl is in running order trains will run 


through between Burlington and St. Paul. 


8’, Paul, 

This road was to be completed as far north as Wyom- 
ing, lowa, this week, and is to be in operation to Monti- 
ceilo, on the Dubuque & Southwestern road, about 75 


miles northwest of Davenport, some time next month, 


Towa S:uthwost:ra. 
Work has been suspended on this railroad, excepting 


on the Cedar river bridge. A large part of the grading 


has been done between Clinton and Tipton, Lowa, and it | 
is hoped to have so much of the road in operation next 


Stlmmer, 


Acziey & Daksta. 

This riilroid is now in operation from Sabula, Iowa 
(opposite Savanna, TL), westward to a junction with the 
Davenport & St. Paul Railroad at Delmar Junction, and 

‘ears are taken directly into Maquoketa over the latter 
roid. This road is operated in the interest of the Mil- 
waukee & St. Paul Company, which is cultivating a bus. | 
iness between Milwaukee and this part of Iowa. Al- 
reidy several car-loads of coal 
receive in Maquoketa from Milwaukee, and several 
Joads_of grain shipped from Maquoketa to Milwaukee. 


Sabula, 


Minnoapolis & St. Louis. 

This Minnesota railroad was completed into Chaska, 
about 25 miles southwest of Minneapolis, on the 81st ult. 
Giouz City & St. Paul, 

This company’s road (the southwestern extension of 
the St. Pani & Sioux City) is now completed to Worth- 
ingion, Minn., 60 miles southwest of St. James, last win- 
ter’s terminus, and the grading of the entire line to 
Lemars, the junction with the Dubuque & Sioux City 
road, is nearly completed. 

Dsestur, Sullivan & Matt:on. 

This new Illinois railroad, forming aline from Mattoon 
northwest to Decatur, is nearly completed. 
Portland & Ogdensburg. 

Tie Portland Argus says: 

‘Work on the Portland & Ogdensburg extension from 
North Conway to Sawyer’s Rock, 15 miles below the 
Crawtord Notch, has now commenced and will be pushed 
all winter. ‘This portion of the route follows the Saco at 
intervals through Upper Bartlett. Its accomplishment 
will be an earnest of the determination of the railroad 
company to push forward the gigantic undertaking of 
placing the rails along the steep sides of the grcat moun- 
tains in the Noteh itself, which is the next step in forming 
a junction with this line through Vermont to the St. Law- 
re at Ogdensburg.” 

Por'ago & Grand Rapids. 

Greding on this new Wisconsin railroad is completed 

for six or seven miles north of Portage. 


ice 


A St. £ 


Now St. Louis Bridgo. 
A telegram from St. Louis, dated the 14th inst., says 
bee ‘a party of practical bridge builders, now in this 
rity, made a proposition to construct a bridge across the 
Mis sissippi River at Carondelet, or South St. Louis, six 
miles south of the Court House, agreeing to complete it 
within two years, at a cost not excecding two million 
dollars. Three railroad companies have already expressed 
a willingness to enter into arrangements with the buil Jers, 
and negotiations are now pending to secure the co-opera- 
tion of others terminating at East St. Louis. There is 
every indication that work will commence in a short 
time, as the necessities for a bridge at that point are be- 
coming imperative.” Two bridges so near together 
would be exceedingly wasteful and inconvenient to navi- 
gation, and both would not pay until there is an immense 
increase of business, 
Cwosso & Big Rapids. 


Grating is progressing at several points on the line of 


this new Michigan railroad. 

ti "> Pit:burgh & Chicag>. 
. Dutton Steele, civil engineer, has published a report 
of ‘hin survey of a route for the Baltimore & Ohio's pro- 
posed new line from Pittsburgh to Chicago. 


Bal 


The portion of the route surveyed by Mr. Steele runs 
westward from Tiffin, in Ohio, in nearly a direct line 
to Lake 
near the 
southern extremity of Lake Michigan, whence it may be | 
extended to any point in Chicago or vicinity that may 


pst Defiance, Auburn, Albion, Bremen, ete., 
Station, on the Michigan Central Railroad,” 


hereafier be selected. 
The distance from Tiffin to Lake Station is 2124 miles, 


and it interseets ten north and south railroads, the mo Ist | 
important of which is the Toledo, Wabash & Western, on | 
account of its westward extensions and its large fre ight | 


business. 


Of the country passed over, 47 per cent. is timber land 


and 4 per cent. marsh. There are 14 towns, with popu- 


lations of from 100 to 6,000, lying along or adjacent to the 
These towns are growing rapidly as the country 


line. 
becomes more thickly settled and the manufactories in- 
creiuse, 
line is put at $3,057,075, or $18,114 per mile. 
concludes as follows 


“T have thus described a railroad line, and the country | Iowa, 130 miles west of Burlington, southwestward about | 
in di- | 30 miles to Leon, Decatur county. 
It will also be a | | pleted to Garden Grove, 


traversed by it, of remarkably favorable features, 
reetness grades, curvatures and cost. 


E. H. Dewey, 
Superintendent 
k. D. Butler, 


The’ majority of 
The 


400 miles long, the 
Kansas, 500 | 


roud was to be completed this week as far north 
as Nova Springs, lowa, where it forms a junction with 


and lumber have nae! 


The estimated cost of construction for the entire | 
The report | Bur‘ington & Missourl River. 
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line that will 
traffic. 


command an almost unlimited amount of 
The existing cast and west lines from Chicago 


are crowded with business to the extent of their present | 


means of transportation, a business that is increasing in 
such rapid ratio that the increase alone will furnish a new 
outlet with all that it wants to do by the time it can be 
opened for traffic. It is the best line that can be obtained 
from Chicago eastward to Central Ohio, both for passen- 


gers and freight, either on their way to Baltimore, Phila- | 


delphiaor New York, 
“If you ask me why this line, which is superior to all 
others, has been allowed to remain so long unimproved, 


| I point you to the primitive forests of hard wood wih | 


which the country was originally eovered, and their in- 
fluence in driving settlers tothe more easily subdued re- 
gions of the South and West, and to the disposition and 
nece-sity there have been for railroad companies to 
gather aid and influence by conducting their lines 
through the towns and settlements upon less favorable 
| routes for through traffic, causes, however, which no 
longer exist.” 


Eastera Obic. 

This newly organized company purposes to construct 
|} a railroad from the Muskingum River at McCarmillsville 
(about 30 miles northwest of Marietta), northeastward 
about 70 miles to Dennison, on the Pan-Handle Line. 
Considerable grading was done on a part of the line 
many years ago. 
| Winona Railroad Bridge. 

The shipments of iron for this bridge have been made, 

and it is expected that it will be completed by the end ot 
| this month, and the Hastings bridge is to be done about 
the same time, so that there will be no obstacle in the 
i of trains from Chicago or Milwankee via Winona to 
St. Paul. 


Detroit, Lansing & L 


ake Michigan. 


the Grand Rapids Indiana Railroad. 
Madison & Griffin. 


| Work has been commenced on the grading of this 


Georgia railroad, which is to extend from Griffin, on the 
Macon & Western Railroad, 44 miles south of Atlanta, 
northeastward about 60 miles to Madison, on the Georgia 
| Railroad, 67 miles east of Atlanta. It will be well located 
as a feeder of the latter road. It is intended to have the 
new road in operation from Griffin 20 miles east to Jack- 
son by January. 
Cincinnati Union Depot. 
Cincinnati railroad men are talking of a union depot 
| which will accommodate the Marietta & Cincinnati, Day- 
ton Short Line, White Water Valley and Indianopolis, 
Cincinnati & Lafayette roads. 


Lafayette, Blzomington & Mississipp!. 

On the eastern part of this road, track is down as far 
west as Oxford, Ind., about 23 miles, and it is expected 
that before the middle of December it will be completed 
to the Illinois line, and there meet the track from Bloom 
ington westward, 35 miles of which was down last week. 


Elizabethtown & Paducah. 


Mr. John MacLeod, Division Engineer of this road, 
writts tous from Greenville, Muhlenberg county, Ky., 
under date of November 6, as follows: ‘‘'Track-laying 
has renched the crossing of the Evansville, Henderson & 
Nashville Railroad, 110 miles from Elizabethtown and 
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have the iron down on that part of the road next month. 
There is talk of extending this branch to Cameron, Mo., 
which is 80 miles further southwest. 


Atchison & Nebraska. 

This Company has agreed to extend its road to Lincoln, 
the c capital of Nebraska, if Lincoln county will subscribe 
$120,000 in aid, a proposition which is ‘likely to be ac- 
cepted. It is hoped that the extension will be completed 
by July next. 

Midland Pacific. 

This Company, whose road is in operation from Ne- 
braska City west to Lincoln, Neb., otfersto extend its 
line to a junction with the Union Pacific, and locate its 
shops in Lincoln, if the county will exchange $100,000 
of its bonds for Midland Pacific stock. 

Burlington & Missouri Rivor in Notraska. 

The main line of this road is now completed to a point 
20 miles west of School Creek, and is to be finished to the 
Platte River opposite Fort Kearney either this season or 
early in the spring. The largest part of the working 
force is now engaged on the Beatrice Branch, which is to 
be completed to Beatrice, 40 miles, next month ear ly. 

The bridge across the Platte at Fort Kearney is to be 
constructed this winter. 

Mozico & Monroe City. 

W. L. Smiley, Chief Engineer of the proposed road 
from Mexico to Monroe City, Mo., estimates that it will 
cost for grading, bridging, etc., $351,593 66. The road 
will be 39} miles in length. 

Missouri, Kansas & Texas, 

It is reported that the contract for building 132 miles 
of the extension of this road, from Gibson, has been let 
to Maj. John Scullen, of Sedalia, Mo. Work was to 
commence under it on the 31st of October. 


| Kansas City & Momphis. 
This railroad is now in : oper: ation to Howard City, on 


The Springfield (Mo.) Leader says the grading of the 
Kansas City & Memphis road is now nearly completed 
from that city to the Dade County line. Work has also 
commenced in Dade Cuunty. At a recent meeting of 
the Dade County Court the first installmert of bonds, 
amounting to $25,000, were signed “ag hoe in the 
hands of the County Commissioner, Mr. 8. Jacobs. 

St. Louis to St. Joseph. 

On the Ist instant the North Missouri Company com- 
menced running trains through between St. Louis and 

Joseph, via the Lexington & St. Joseph road. 

Chicago, Dubuque & Minn-sota. 

On the 3d instant the track of this railroad extended up 

the Mississippi 47 miles from Dubuque, and was within 


| 5 miles of McGregor. 
| 


knstcwn & Somerset. 

This new Pennsylvania company has been organized 
by the election of Isanc Kaufman, President. Three 
thousand shares of stock have been taken, and engineers 
are to be put on the bridge at once. It is understood that 
this is to be a narrow-gauge road, owned principally by 


the Cambria Iron Company. 


Ponnoylvania Potro‘eum Bailroad Company. 

The city of Erie has authorized this company to use 
any street west of Walnut, for laying tracks to the dock, 
and to reach the Union depot. They also donated twenty 


| water lots in the harbor, which wiil give them all the 


152 miles from Louisville, to which point the road will | 
| two years, and inside of that period it is to expend 


be formally opened for business on the 12th inst. The 
track will be pushed forward to Trade Water River, 15 
| miles further west, by January 1, when it is hoped navi- 


| gation in the Ohio will admit of landing material at Ed- | 


dyville, on the Cumberland River, and trom there track 
will be laid eastward to Trade Water River and westward 
to the city of Paducah. All the remaining gradation 
and masoury will be completed by March and the entire 
road by July 1, 1872. On the 183th a corps of engineers 
take the field to make surveys for a direct connection 
with the city of Louisville, which, leaving the present 
line at some point between Elizabethtown and Litchfield, 
| will strike the Ohio at the mouth of Salt River, thence 
along the Ohio bottom to the Great Bridge. T he city of 
Louisville has been asked to subscribe $1,000,000 to aid 
in building this connection, and will vote upon it at the 
next mecting of the Council, November 16. 


Lafayette, Muncie & Bloomington. 


One of the engineers engaged on this new Indiana rail- | 


road, writing from Tipton, says: ‘‘ The grading for sixteen 
miles west and six miles east of this pluce is complcted. 
| From Frankfort to Muncie the grading will all be com- 
pleted by the Ist of December, excepting two heavy cuts, 
; and by the 15th of January the grading on the entire 
| line will be finished. The trestle bridges will be done 
by the Ist of January, and the Howe truss across the 
White river will be completed by the middle ot January, 
which will prepare the road-bed for the ties and iron. A 
large share of the ties have been contracted for, and ne- 
goliations are under way for the iron.” 


Cincinnati, Lafayette & Chicago. 

The track is laid on this road from St. Anne, on the 
Chicago & Danville road, southwest to the Toledo, Peoria 
& Warsaw road at State Line, and is to be completed to 
its junction with the Lafayette, Bloomington & Missis- 
| sippi road at Templeton some time next month. The 
Rogers Works are constructing locomotives for it. 


Toledo, Ann Arber & Northern, 

This company is surveying its line for final location 
| between Ann Arbor and 
commence grading this fall. C. H. Miller, of Ann Arbor, 
has been chosen a director in place of R. A. Beul, and 
also Treasurer in place of David Henning. L. D. Burch 

| Was appointed agent. W. H. Fuller is Cuief Engineer. 


A branch of this road is under 


way from Chariton, 


The grading is com- 


dockage facilities needed. Its road is to be commenced 
within a year and the cars running to Titusville within 
other 


$100,000 in the erection of wharves, docks and 


structures at the harbor. 
Cairo & Fulton. 

Although the St. Louis & Iron Mountain Company has 
control of this road, and will probably manage it so as to 
bring its traffic over the Iron Mountain road to St. Louis, 


| it is believed that it will be necessary to construct, ac 


Toledo, and it is intended to | 


23 miles, and it is intended to | 


cording to the original plan, to a point near the mouth of 
the Ohio River, that is, opposite Cairo, in order to fulfill 
the conditions of its land grant. 

North Miseouri, 

The County Court of St. Louis county has accepted a 
proposition from Adolphus Meier (representing Morris K. 
Jesup, of New York, and the purchasers of the road) to 
sell the county’s stock in this company ($500,000) for 
$85,000. It is understood that the road will at once be 
supplied with sufficient rolling stock and put into such 
conuition as to do all the business that may be offered it. 


Champzign, Monticello & Decatur. 

The Monticello Independent says: ‘‘ The track-layers 
on the Champaign, Monticello & Decatur road are gradu- 
ally nearing Monticello, and will be in Piatt county by 
the end of the week. It is the design of the company to 
complete the road from Monticello to Decatur as soon 2s 
possible.” 

Nerthorn Pacific. 

The telegraph line is now completed along the North- 
ern Pacific Railroad from Duluth to the Cheyenne cross- 
ing, sixty miles west of Moorehead, and from Moorehead 
to Pembina, In ten days it will completed to Fort Garry. 
In all nearly 500 miles of wire have been put up this 
summer, 

St. Joseph & Denver, 

This company has ordered of the Baltimore Works its 
new locomotives, to be delivered within a year ; and it is 
receiving a number of new cars. 

St. Louis & Southeastorn, 

The completion of the Shawneetown division of this 
railroad has been somewhat delayed by the low water in 
the Mississippi and Ohio, which has prevented the ar- 
rival of iron skipped, but it is expected that it will be 


| completed by the tirst of December. 
| Massachuso‘ts Central. 


The annual meeting of this company was held at West 
Boylston, November 1, and resulted in the unanimous 
re-election of the old board ot directors. President Stoi e 
reported that all of the twelve towns that subscribed to 
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the stock of the road have paid in their first assessment | Towa lines; an? on the entire mileage $761,964.55 in 1871 


of 20 per cent., save Boylston, which was about to hold a 
town meeting to see about it. N.C. Munson contracts 
to complete the road within two years, and it is expected 
that operations will be commenced between Northampton 
and Amherst directly, and that the construction of the 
bridge over the Connecticut will soon begin. 

Madisonville & Shawnect:wn. 


This railroad is to connect the Shawneetown Division 
of the St. Louis & Southeastern Railway with Evans- 
ville, Henderson & Nashville road at Madisonville, by a 
line in Kentucky, about fifty miles long, and open the 
shortest route between St. Louis and Nashville. The 
President has delivered the first installment of bonds, 
$75,000, due on the work, and it is expected that the road 
will be completed before the close of 1872. 

St. Joseph Br:dgo. 

More thar 3,000 cubic yards of stone have been deliv- 
ered on the Kansus shore for this new bridge, and it is 
arriving at the rate of 13 car-loads daily. Temporary 
dikes have been constructed on this shore which have 
turned the lower water channel from it. A permanent 
dike turther down will be half a mile long and will be 
protected with rip rap. Itis now 550 feet long and 60 
feet wile. 
Company, commenced sinking the western pier on the 
4th inst. It will reach rock 43 feet below the surface. 
Col. E. D. Mason, the accomplished engineer who had 
charge of the construction of the Hannibal Bridge, is 
supervising this structure 
Colorado Central. 

{The Denver News of the 8th inst. reports that a gang of 


over two hundred men are at work on the western divis- | 


ion of this road, between Toughcuss pass and Brown’s 
bridge, the diflicult work at the pass being already com- 
pleud. 
Deaver & Rio Grande. 

The Denver News announces that this company has 
negotiated a sufficient quantity of its bondsin Europe to 


secure the means for extending its line from the present | 


terminus at Colorado Springs to the Arkansas river by 


the Ist of March, and that iron for fifty miles has been | 


purchased and a large part of it shipped. The road now 
has five locomotives, and it is intended soon to construct 
cars at its own shops in Dinver. 

Jacksonville, Pensazo'a & Motile. 

It was rported in Tallahassce, lately, that the Presi- 
dent of this comp any had given orders to take up iron 
from its branch trom Tallahassee south to the Gulf at 
St. Marks, in order to complete the extension from Quincy 
west to the Chattahoochee. Thereupon a considerable 
armed force gathered, and declared their intention to 
resist by force the removal of the track. No attempt to 
execute the order, if order it was, was made. 

Boston & Alb:ny. 

At a recent meeting of the stockholders, they author- 
iz. d the issue of $5,000,000 of twenty years 7 per cent. 
currency bonds for the requirements ot the road. Among 


the con-emplated improvements are the new Union De- | 
pot at Worcester, the depot and bridge at Springfield | 


and further depot accommodations at Boston and East 
Albany. 


The present bonded debt is only $1,764,520, while the | 


share capital is $19,150,800. Tue propos:d increase, 
therefore, will be an addition of about 25 per cent. to the 
capilal account of the company, and will make it equa) 
to about $125,000 per mile. 


PERSONAL. 


—Mr. E. P. North, who is well known to engineers by 
his work on the tannels of the Union Pacific Railroad, 
has resigned his pcsition as General Superintendent of the 
Houston & Great Northern Railroad, and is coming 
north. 

—The office of Mr. Charles Paine, Chief Engineer of 
the Michigan Southern Division of the Lake Shore & 
Michizan Southern Railway, has been established for the 


present at Laporte, Ind., the Chicago office having been | 


destroyed. 


TRAFFIC AND EARNINGS. 


—The following were the comparative earnings of the 
Central Pacitic Railroad Company for the month of Octo- 
ber: 

1871 ... ..%1,005,475 | 18 0... .. $828,447] Increage.. $177,022 
10 mor, °71.... $7,958,327 | 1870... . 6,633,912 | Increase... $1,521,415 

—The earnings of the St. Louis & Iron Mountain Rail- 
road for the month of October, 1871. were $174,730; Octo- 
ber, 1870, $12%,069.10; incrcace in 1871, $47,660.90. The 
earnings from January 1 to October 31, 1871, were $1,- 
320,671.09 ; from January 1 to Octobcr 31, 1870, $1,106,- 
669.85, showing an increase of $214,001.24. 

—The earnings of the St. Louis & Iron Mountain Rail- 
roid Company for the first we k in November, 1871, 
were, in 
1871. 


$12.255 
1870... 


31.944 

Increase (32% per cent.)........ $10,312 

—The earnings of the Chicago & Alton Railroad fer the 
month of Octo“Ler were: 


1870 
187: 


_ £475 608 £0 
45)),576 89 


RD. gcc cncaminnsstadiniahbedeheal meawens ... $16,031 31 


Considering the almost total suspension of freight busi- 
ness for some time after the Chicago} fire, this decr 
only 3} per cent. is gratifying rather than otherwise. 

—The report of earnings of the Illinois Ccntral Reil- 
road for October shows the earnings from traffic to have 
$612,259 in 1871, and $784,363.60 in 1870 on the Illinois 
lines; $149,705.55 in 1871, and $168,861.77 in 1870 on the 





The contractors, the Detroit Bridge and Iron | 


ase of 


and $903,225.43 in 1870. This decrease of receipts, 
amounting to a little more than 15 per cent., is due to the 
Chicago fire, which suspended nearly all freight business 
for about two weeks. 

—The earnings of the Marietta & Cincinnati Railroad 
Company for the month of October were $175,438, and 
for the corresponding month of 1870, $153,531, showing 
an increase of $21,907. The earnings from January 1 to 
November 1 were $1,348,327, and for the corresponding 
pole of last year, $1,133,470, showing an increase of 

214,857. 





Railroad Elections. 


Stuffing the ballot-box, we regret to say, is not con- 
| fined to political elections, nor fraudulent voting to row- 
dies. There is a great deal of this sort of stufling done 
by your respectable capitalist and your high-toned mil- 
lionaire. Where the carrying of an election in a railroad 
company is the thing to be achieved, there is too often 
about as much regard for just representation as in the 
voting by which our vile political ‘** rings’? maintain 
| their power. Your modern railroad speculator has no idea 
of any great nicety about his methods of controlling the 
| great propcrties he undertak: s to manipulate. If he can 
| do it ‘‘on the square,” he'd just as soon; if not, it’s no 

matter; the thing must be done, anyhow. Sometimes he 

finds it difficult to secure u suflicient number of votes, 
| either from the difficulty and expense of buying the 
necessary amount of shares, or from the impossibility of 
securing adequate co-operation from stockholders ; and, 
in that case, one might suppose, on old-fashioned prin- 
ciples, that he would conclude that the control of the 
| corporation properly belonged to some one else. Ilis 
code of commercial morals, however, leads him to another 
conclusion. Ife has discovered a notch by which he can 


stock, He eoes into the market and borrows the amount 
| of shares he requires, gets said shares transtcrred into his 
own name just Lefore the closing of the books, and then 
votes upon this borrowed stock as a shareholder of record, 
having, however, long belore the elcction returned this 
borrowed stock to the lenders. It of course suits his pur- 
pose much better to borrow the stock than to buy it for 
this purpose; because he avoids the risk of having to sell 
it out again at a loss; and he not only loses no money by 
the operation, but actually makes interest: on the money 
he has advanerd against borrow«d shares. 

To people who, in these times of general demoraliza- 
tion of business methods, dare to maintain any respect 
for just principle, this method of carrying corporate 
elections will appear open to some objections. They will, 
for instance, be unable to comprehend what right brokers 
have to lend the stock of their customers, held in sacred 
trust, for any such purposes, It will appearto them that 
| the real owners of the stock have some rights in the 


purpose for which their stock shall be loaned, and as to 
| their approval or otherwise of the candidates who borrow 
their stock for thise objects. They will also have some 
serious misgivings as to the honesty of this method of 
gaining control of a corporation, Such votes are not the 
| votes of the bona fide stockholder ; they are not given by 
him, nor by his proxies, nor by or with his consent ; and 
therefore in the spirit of the law, if not by its letter, they 
are to all intents and purposes fraudulent. The transfers 
made by these borrowers of stock deprive the real stock- 
holder of his rmght to vote, inasmuch as they erase his 
nume from the stock register, the only evidence of his 
tile to franchise. We can only say that if the law allows 
the broker to lend his customer's share certificates in 
such a way us to compromise his righ's as a stockholder, 
and if it recognizes as valid votes obtained by such a vir- 
tual fraud upon the stockholders as these borrowers of 
stocks perpetrate, itis high time that legislation on this 
matter were improved. 

It is notorious that the annual election of a prominent 
railroad was recently carried by means of this more than 
questionable expe:hent. In a few doys the election of 
our largest steamship company is to be held ; and, if we 
are not misinformed, several millions of stock have been 
borrowed to be thus malappropriated in stufling the cor- 
porate ballot box. It is about time that stockholders 
looked after their legal rights in this matter. The trick 
is one they cannot afford to have played upon them; for 
they may be sure that men who would thus surrepti- 
| tiously gain control of a corporation are not the most 

likely to be scrupulous in its management.—Vew York 
| Bulletin, Nov, 18. 





Inspection of Railways. 


| Among other means of insuring the safety of the travel 
ing public may be mentioned a thorough periodical in 
spection of all mechanical works, the fatture of wuich is 
likely to involve disaster; or perhaps even better, a con- 
stant supervision of all such works. There are, it is true, 
| many, or at any rate some roads, such, for example, us 
the great Pennsylvania Railroad, where the company 
itself has both the will and the ability to maintain its 
works in acondition of the utmost efliciency. Such roads 
inspire the traveling public with confidence, and serve as 
mcdels for the railway system. But there are, unfortu 
nately, many more road*, the managers of which neither 
know nor care whether their works are safe or not, and 
who scout the idea of employing a competent enginecr as 


a part of their permanent organization, The recent 
occurrences in Maine and in Massachusetts show 


plainly enough the need of some system which shall ena- 
ble the blame for such wholesale slaughter to be placed 
somewhere. We must know at once the guilty party, 
and must be able to punish him for his crime. The 
responsibility must not be so divided as to vanish 
when we endcavor to find it. There are wooden bridg s 
now in Maine just reidy to break down, and which 
will break down soon:r or later; and notwithstanding tac 
fact that one did recently fall, producing a fatal disuster, 


carry an election independently of the ownership of | 


| premises ; a right, for instanee, to be consulted about the | 


| nothing is done to insure the public safety, except such 
| action as may be taken by the very persons under whose 
loose and inefficient management the late catastrophe oc 
curred. The president of a road nowadays is in many 
| cases in reality the superintendent, or holds the power of 
| a superintendent, while the person who is known as the 
superintendent is merely a train dispatcher. The presi 
dent of a road may know whether his bridges are safe and 
he may not; generally he does net. We have in mind a 
| bridge just being rebuilt, in which, by the influence of a 
speculating director, the iron rods were obtained, for 
; reasons best known to himself, at a certain shop, but 
which are so badly welded as to be entirely untit for 
bridge work, or in fact for any work; and yet these rods 
|} are being put into a bridge over which hcavy passenger 
trains are to be run every day, and many times a day, 
|until the bridge falls, a car-load of human beings are 
butchered, and the whole terminated by the usual non 
committal farce of railway commissioners and coroner's 
jury. 

Now, why is it not just as well—it is vastly cheaper— 
to pull down a rotten bridge and put up a good one, as to 
| have it break down under a triin of cars? It certainly saves 
cars, engines and human life. No wooden bridge that hus 
been used for filteen or twenty years under railway trains 
can possibly be called safe beyond question, No matter 
What the outward appearance may be, no one can possi 
bly tell whether the timber is destroyed by dry rot inside 
or not, except by cutting the timber initwo. There is 
hardly any amount of inspection that will avail in such 
cases, One rule only applics to old railway bridgcs of 
wood. Take them down before they break down, and 
put up iron ones ; or, if not iron, new wooden ones, until 
iron can be aflorued. If a company cannot afford the 
expenses of maintaining its works in a sale condition, it 
cannot afford to pay for demolished Cngines and ears and 
butchered passengers. There is one rule and only on 
for railway managers, and it applies not only to the 
maintenance of the mechanical work, but also to the 
management of trains; absolute safety, under all condi 
lions, at all times, for the travelling public. The differ 
ence in expense to the company between an efticient 
system Of management and an ineflicient one is very 
little compared with the expense of disaster, But what 
ever the cost, human life is too sacred to be trifled with, 
or to be subjected to the ignorance or to the cupidity of 
reckless managers. We must have a perfected system to 
begin with, and we must have rigid, responsible, con 
linuai inspection, and the assurance that every possible 
exertion is made, night and day, to provide for the salety 
of those who trust their lives in railway trains.—An er 
can Railay Times. 





The Relation of the 
the New 


Government to Railroads in 


German Empire. 


A correspondent of the London Radway Nes gives the 
following account of the coptrol exercised by the Gor 
man Empire over the raiiroads of the country : 

The eighth article of the now German Cons itttion, in 
defining the powers and duties of the Federal Council, 
makes it incumlent on them to appoint standing com- 
mittees from among their members for several different 
branches of the public service, one of which was to tike 
the superintendence of everything relating to railways, 
the post office and the telegraphs, Though all the other 
committees have been appoint d—viz., Army, Navy, 
Customs and Taxes, Trace and Navigation, Justice, aid 
Finances—no step has as yet been taken to make provis 
ion for the impoitant item of railways, which is there 
fore still without any government control or supervision, 
This oversight has been painfully placed ina prominent 
light by the Jarge number of railway accidents, some of 
them of a serious nature, that have lately taken place in 
different parts of Germany, and given rive to the wish 
generaily expressed by the press, the passengers, and the 
public in general that the provisions of the Cons i ution 
be duly carried into execution. The diflercnt Chambers 
of Commerce have also not failed to raise the r voices in 
favor of such a measure, and amor yg the loudest is the 
Hamburg Chamber of Commerce, who have sent to the 
Prince-Chanceilor Bismarck a fuil and admirably-written 
memorial on the subject from the pen of thew accom 
plished Secretary, Dr. A. Soetheer. The seventh chapter 
of the Constitution is also exclusively devoted to the sub 
ject of railways. Article 38 authorizes the Contral Gov 
ernment to make railways that may be considered necd- 
ful for the defense of the country, cither at the public ex 
pense or by granting the necdtul concession to a priv: te 
company, even without or against the consent of the State 
through whose territory such railways be carried, re 
serving, however, to those governments their territorial 
rights of suvereignty. By Articte 30 the Federal Gov 
ernments bind themselves to manage and werk the rail 
ways in their several States according to generai princes 
ples, asif belonving o one sole railway syste, and for 
this purpose to construct all future | nes in accordan ¢ 
with the regulations to be laid down for the eiuidaice otf 
all. Article 40 provides for the introduction of ral 
cerning the police regulations and those for the 
ance of gocds and passengers, The salety of 
us well asef the rolling stock is placed under the control 
of the Central Government. Article 41) gives the Con 
federation the power to determine and regulate the rate 
of traveling for all goods and passencers’ tains, ond to 
grant running powers over other Comipanic { railways 4s 
my be deemed expedient in the interests of the pr bl 
Article 42 transfers to the Imperial Government the con 


con 
CONVEYS 


the hit 


trol over the tariff of charges for the purpose of intro 
ducing uniformity and a reduction in the freight of coal 
coke, timber, metallic ores, stone, salt, raw iron, manures 
and other requirements for promoting the agit ultur 
und industry of the country, to culminate even tally in 
the general adoption throughout Germany of the ore 
pfenuing per centner por German mail will 

*About one cent per hur lred for 1 
cents per hundred between New York and ¢ 








346 


In times of fumine or partial failure of the crops in any 
particulirdis rict, Artic'e 48 gives the government power 
to ins st on a reduction of the freight on grain, rice, pota- 
toes and other articies of food on the recommendation 
of the standing committee for railways. And, finally, 
Article 44 ordains that in time of war wll German rail- 
ways are bound to place their whole lines and rolling- 
stock at the disposal of the military authorijes, and im- 
plicitly to folow their instructions for the paramount 
purpose of the defense of the country. 





MEMPHIS AND CHARLESTON RAILROAD. 


Report for the Year Ending June 30, 1871. 


The Pre —_ nt remarks : At our last annual meeting the re- 
port for the year ending June 80, 1870, showed a heavy increase 
of business over that of the preceding year. Our business at 
that time, and the anticipation of additional motive power, 
justified us in the hope that we would have an increase of at 
least ten per cent, for the past year, the first quarter giving us 
about nine per cent, gain over the corr sponding quarter of 
the previous year. 


We feel sure such would have been the case, but for a series 
of troubles over which we have no control. First, the floods of 
Virginia, commencing September 30, causing an entire stop- 
pave of their roads for thirty days. ‘This not ouly occasioned the 


lows of all Eastern fre ightand passenger business for one of the 
heaviest months, but influenced many of our friends to look to 
other lines, which has affected us mate vially throu; ol! the 
The amount of loss to us it is hard to estimate. 
This was followed by the effect of the war in Murope, causing 
uch a decline in the price of cotton as to cut off the income of 
our people to an extent that materially affected our receipts 
from through and local business, and which accounts for 


year, 





our 

loss in receipts from passenger trafic, say— 
Through PAs ENGErs,....cecsece sevcccescvescerssccsccvese $id R44 45 
LOCel PRRKOR BOTS, 00. cccesedscs0s edocncscsscescssocesrone 84.726 O1 
POOR cscvar Pe Tree Tere ree $l 5,570 44 


The opening of the Iron Mountain Railroad, ‘the improved 
condition of the Northwestern road, and the perfecting of the 


route nia Vicksburg to Montgomery and points Hast, have 
caused us to lose largely of the business heretofore derived 


from St. Louis. Yet our entire loss of freight reccipts is only 
$19,475.30. 

This small decrease is accounted for by an increase of 24,- 
165 bales of local cotton, an increase of local rates for short 


distatiees, and the movement of an increase of 46,548 bales of 
through cotton, which nearly compensated for the loss of St. 
L itis Lusiness, wand the cessation of Bastern business caused 
by the Virginia flood, 

Our additional equipment enabled us to do this business 


promptly and gave us as rents received from connecting roads 


ah increase of $32,837.89, which is a good interest on the | 
amount invested, 
We have endeavored to keep our expenses to the lowest 






point consistent with the proper maintenance of the company’s 
property. 
RECEIPTS, 








THE RAILROAD GAZETTE. 


Sparta, Tenn., 
fore. 
Statement of Receipts and Disbursements for the Fiscal Year ending 
June 3), 1871 
RECEIPTS, 


and Cincinnati, is more favorable than hereto- 


Cash on hand June 


NG nd 5 0a eee. naa s bee $87,165 50 

ios earnings for year. 1.417.441 46 

Sale of 8106 7 LL ah Soe OER RES aS SRA 151.175 00 

Amount paid on billa receivab €.........ccccec. seceeee 8.965 #8 

Sale of coupon bonds.. eer eeepc 233,000 10 
Amount co lected of 8, Car, Railroad 7 


Decrease in amount due from individuals 
Sale of Tennessee coupons 

samuel Tate, Receiver, account paid.. 
Increase of bills payable 














Increase of umount due State of Tennessee. 45 450 00 | 
NS bic ehonniine sie + perusiareeueeease tae . $2,045 600 10 
DISBURSEMENTS. 
Road expenses $294,522 > 
Extraordinary exp -ises 304.484 2 
Bs SU NN TID, ov nine ncccdveracdesscsdese 121,617 74 
Interest on Company bond- 160 510 00 
State and county taxes, . A Tare Sere eee ee 27,483 4 
Int rert and exchange account...... ...scccccccscccers 5,432 08 
Suspense account ......... 4,232 04 
Paid on construction account auntie ste 5.425 50 
Increase of waterials for road Kasha ADI Ae : 9.369 15 
Sinking Fund, State of Tennessce ‘ ; re 34.000 60 
Increase of account vs, Uni ed States....... Se ate 2,367 56 
in amount due POM) FRINGES. .05 ci sccccavees 22.108 74 
vents . cae 3.785 6s 
” in indorsed city of Memphis coupons... 3.929 44 
Dec reare of aMount due banks ond bunke ws... ........ 94.392 06 
on company Coupons .... 2 AMS 3 


on pay rolls....... 
on dividends... 








conessecese 3. 4 6 24 

on State interest...... O85 &6 

te on United States Tux....... 8.550 62 

to railronde............ eae 41 28 

te “ to individuals......... aad 14,568 52 
Difference in profitand lores account...........- 234.075 99 
Cash on hand June 30, 1871 dk peheaoatesecnaee TIAN 30 
Total... ; écdeteobeseasdsesdewases oesen ie’ $2,045,600 10 


Condensed Balance Sheet Eastern and Western Divisions Memphis & 


Charleston Railroad, June 30, 187:. 
DR. i 
| 
Miock and PLONEPty. ....cccccesscecvceess $356,008 26 | 
PPORNED OU ORDORNON A iii50.5cs s0500sce sacs casasdd.cnes 1.518.781 82 
INCOSE AT ORE TE a ean ae Ree, OE es 771,054 5l 


Floating debt 


$4169.854 41 
Receipts. 


1,417,441 16 


MAINE RAILROAD, 


BOSTON & 
“| 


Months Ending September 30, | 
1871. . | 


Report for the Sixteen 


the Boston & Maine Railroad Com- 
Mass., November 8. 


The annual nv e‘ing of | 
pany was held in Lawrence, 


| 
The report of the Auditor gave the following statement of 
| the year’s business : 
| Earnings for sixteen months ending enone mber 30... ...$2.721.495 17 | 
ux penses Sewer 5 EEE eye wep 1.888.151 97 


From passengers .. 
From treights.. 
From mail service. . 4 
From express 8 rvice. 36.000 
PTOM OURUP GOUTOUB. «20.00 ccsccec.csce-coces 54,054 09 
Noise nes coseneicdiesiaakevesianisee Sl AlT44dl 46 
EXPENSE 
Operating ORPSNAG. 0. ccccracisonvovsecss $1 522 35 
BR UMOCG EY «osc ce ceccccccscccvcescoccces SOIR Qt 
— — 1.199.006 56 
Net rece ipts siete i /aalie tanta a-ts aD ial tes So sab testa cm 9 eine $214,454 90 
Operatinge =k MBCB. 02... 000 -63 O1L per cent. of gross receipts. 
ee eee 84.059 per cent of yross receipts. 


Compared with previous year this shows deercase of 34-100 
per cent., operating, and an increase of 4 26-100) per cont, in 
gross expenses to gross receipts. Pull reccipts would, of 
course, have made this comparison more favorable, 

The amount paid for interest on funded debt, 
terest und exchange, ete., is....... . 

Amountef deficit from operating ro: ud after making all 
payments for the year,........-. 

The xule of our Selma & Meridian ponds, ‘and amounts 
realized from other assets, have enabled us to pay this 
deticit and reduce floating debt aa 

ROADWAY. 
By reference to the report of the chief engineer in charge of 
this departinent, it will be # seen that the total cost of 

Maintenance of 


taxes, in- 


$319,775 26 


101,310 36 


way, proper, ph ba beveumieses cancenes $219,170. FO 
Other items in charge of © ef fon POOP ci caiscesas 107.046 19 
Amount of extraordinary expenses (roadway) .........66+ TOWEL Ws 








Total expenses, engineer's department, .. » $412,178 82 
Same for previous year....... 0 .....6- : Sti 85-75 
Showing-decrease from previous year. ees . . $164,806 93 


The details of these expenditures are fuily 
port to which we refer. 


{ and Malden have 


95,629 07 | 


} made 


Lees tax on dividends and surplus. . 





SIT.591 52 


Less suspense account, being amount reserved for the 


purchase of rails and unadjusted liabilities, &e....... 203,000 00 
Net earnings for sixteen months............... $il4 591 Fe 
EERIE: IEE RR epee ee eer 1,458,463 


A dividend of thre 1 per cent. Was vile ” me d from the earnings 
of the road less the last four months. Considerable dise ussiON 
was occasioned because a dividend had not been declared upon 
the carnings of these months, which amounted to $76,000, and 
would have inercased the rate to 5 per cent. 

The condition of the road at present, as shown by the report 
of the directors, is as follow 

Since the last annual report the passenger depots at Reading | 
been finished. } 

depots have been erected in Somerville, | 
Waketield Junction and at the Gonie Station 
H. One is also in process of construction at 


New passenger 
Waketield Cenvre, 
in Rochester, N. 
Plaistow. 

A new depot will soon be built in South Lawrence. 

A new freight house will be finished soon at Reading. Ex- 
tensive additions to the car shops at Lawrence will at once be | 
to facilitate the manufacture and repairs of cars. Re- 

”irs, and in some additions, have been made to the | 
muildings and other structures along the line of the road, 
occusion re quire “al. 

It has been the object to keep the 
tion, and to replace old by new structures as fast as could con- 
veniently be done. This process should continue until all the 
depot buildings shall be z good and satisfactory condition. 


Cases 


as 


property in good condi- 


The work upon the new location and double track between | 
North Andover and the bridge over Merrimac River is pro- 
rressing. It is hoped to have it done before winter sets in. | 


atated in the re- | 


to | 


The purchase of 650 tons of steel rails, referred 
in last annual report, has been modified. Steel rails ad- | 
vancing in value, we sold) our contract at a profit, and | 
entered into contracts for 1,600 tons of iron rails at lower 


rates than could have been obtained at the time of contracting 
for the stecl rails. We did not believe that the 
road Was suilicient to warrant the difference between 
of steel and iron, 


With this 1,600 tons of new iron we propose 
bo Pepa 


ve every defective rail between Stevenson and Mem- 
plis, using the new iron in entire sections, and the good rails 
taken out to replace bad iron clsewhere. 
FINANCIAL 
Our whole outlay for the past year, including interest and 
expe Was $1,518,781.82. For the next year we estimate 
that it will range from: $1,300,000 to $1,400,000, and all receipts 
above that amount can be used in paying dividends. 


CONDITION, 


ISes, 


CONNECTIONS, 

We are gratified to amounce the completion of the road 
to Little ane Kk, with prospects of its extension to Fort Smith 
in ashort time. There is but little: doubt of the building of 


a narrow gauge road from Devalls’ Blatt, cic Pine Bluff, 
Camden and Shreveport, to comunect with the Texas Pacitic 
at Marshall, Texas, which will add greatly to our business. 


No work has been done in the State of Arkansas looking to 
our connection with the different roads centering at Spring- 
field, Mo., and but little on the line connecting us with St. 
Louis. 
The South & North Alabama Railroad will be completed in 
the next twelve months. 


ne) ; Under an arrangement with the 
Louisville & Nashville Railroad, our business is placed upon 
the sume footing as their own, which will be of great value to 


us, Without any “outlay on our part. By this ine, via Elyton, 
we trust soon to have a connection with Atlanta. Other South- 
ern connections are spoken of. 


The prospect of a connection with the Eastern cities, via | 


trattie of the | 
the cost | 


| South New 


it is necessarily a slow, difficult and expensive piece of work. 
A new iron bridge has been placed under the track across | 


the Shawsheen at North Andover; and one is soon to be 
placed under the track across the canal at North Lawrence 
These are furnished by the Swamseot Machine Company of | 


Market. 
A new draw, 


thirty-six feet in width, has been put in the 
bridge over Charles River, as required by a recent law of the 
Legislature of Massachusetts. The cost will be about $33,000. 
The draw in Mystic River has also been repaired with new 
trusses, 

The freight track timbe rs on Charles River brid 
renewed this year. The passenger track timbe 
recently renewed, as stated in previous re por 
timbers on the westerly side of 
wholly relaid with new timbe r. The other half will be renewed 
another year. These renewals have been entirely with the best 
Southern pine, and it is hoped it will endure longer than the 
Northern pine, 

The track timbers on the bridge over Merrimack River have 
been entirely renewed, and other repairs have been made ata 
cost of several thousand dollars. New turn-tables have 
made for Dover, Great Falls and Alton Bay. 

A new coal slide has bee n constructed on the east side of the 
bridge and island near Boston. They have four slides, with an 
engine to each, oceupied in the coal hoisting business. 

The steel rails heretofore laid down upon the road have thus 
far proved satisfactory. But in order to keep the track in good 
condition, under the greatly increased trattic, the outlay for 
rails continues to be very great. ; 

‘The rolling stock increases in proportion to the demands of 
the public. 

It consists of fifty locomotives, eighty-eight passenger cars, 
sixty-eight of them with monitor tops—twenty-three baggage 

cars and ten hundred and fifty-five regular merchandise cars, 
in addition to many gravel and other cars not used for general 
merchandise. 


In the last annual report it was stated that the Portland, 


ee have been 
s there were 
s. The track 
Mystie River bridge have been 











been 


|} postal bondholders’ 


| Pond lines, 


| ance of £18,313 ; 


LNov. 18, 1871 





Saco & Portsmouth corporation had taken measures to termi- 
nate the contract of April 1, 1847, by serving a notice upon this 
company, and also upon the Eastern Railroad C Jompany, in the 
manner provide 1d therein, In pram thereof the contract 
was terminated January 20, 1871. The claim for betterments 
under the contract, which is of large amount, has not been ad- 
justed. As a competent tribunal is provided in the contract, 
no difficulty is anticipated in its settlement. 

Soon after the service of the notice in July, 1870, the directors 
endeavored to induce the directors of the Eastern road to unite 
with the Boston & Maine road in making a new contract. We 
need not here go into the subject in detail. We will simply say 
that the efforts were in vain. And all attempts to make a sep- 
arate contract with the Portland, Saco & Portsmouth Railroad 
Company were equally unavailing. 

Consequently, after January 20, 1871, as the road extended 
only to South Berwick Junction, a point thirty-cight miles from 
Portland, this line became merely a connecting road, a side 
line connecting with the Eastern line between Boston and 
Portland, 

U = r these circumstances, looking at the great importance 
of the Eastern business in the future, it was thought adviseble 
to ap iy to the Legislature of Maine for leave to extend the 
road into Portland. 

The authority was granted by a liberal charter. At aspccial 
mecting of the stockholders, held at Lawrence, March 16, 171, 
the act of the Legislature of Maine was accepted by a siock 
vote of 10,405 yeas to 119 nays. 

In pursuance of instructions then given, the directors pro- 


ceeded ‘at the earliest date consistent with cconomy,” in the 
preparations necessary to construct the extension. Prelimi- 
inary explorations and surveys commenced on the first of 


April oil atin d with several partics in the field until early 
in August, when the directors personally examined the coun- 
try through which it was proposed to construct the road, The 
line was agreed upon. It has been definitely run out and the 
location in York County is ap prove d by the County Commis- 
sioners. That portion of it in Cumberland County will be sub- 
mitted to the Commissioners of that county at once. 

Favorable contracts for grading and masonry, to be executed 
by June 1, 1872, have been made and work is now in succe ssful 
progress along the line of the extension. ‘The directors antici- 
pate much permanent advantage in having an independent 
road between Boston and Portland. 

It was voted that hereafter the annual meetings of the stock- 
holders should be held on the second Wednesday of December. 

The committee appointed to count the ballots for the Beard 
| of Directors here reported that the whole number of votes cast 
was 16,774 (each vote representing a share). The following 


| persons received the number of votes opposite their names 


SN. CEN Seis pend i cecedeescscrseneseses 16.712 
I 5. ob 0 Retin a Obie R aches ed eae eas 1 mp 
George ©, Lord. 4 


Amor Pan) ; 
John E. Bickford 
Cyrus Wakefield 
N. Jd. Bradlee 





and were e'ected. 


The vote on the other ticket was very small compared with 
this. 


TRUNK RAILWAY OF CANADA. 


GRAND 


Report for the Half Year Ending June 30, 1871. 


This company during the half year reported operated, as for 
many years past, 1,377 miles of railroad, including a main line 
from Portland, Me., via Montreal, Kin ‘Toronto and Port 
Huron to Detroit, Mich., from Goderich, on 
Lake Huron, southeast 161 miles to Fort Erie Butialo; 


76 miles east of 


yston, 
with a cross line 

, opposite 
what may be termed a branch from Richmond, 
Montreal, 


miles ; 


northeast through Quebee to Riviere du — 222 

a branch from Montreal southward to Province Line, 40 
miles; another branch from Montreal soutieastward to Rouse’s 
| Point, 50 miles ; and another from Arthabaska, 108 
of Moutreal, northward to Three 3d miles. 


miles east 
Rivers, 

The report, which was presented October 
lowing statement of the year : 


June half 
of 1870. 


12, gives the fol- 


June half 
of 1871. 
The gross receipts upon the whole undertaking, 
including the Bufluio aud Champlain lines, 
have ‘ 


L704, 


a 


SE EE ARE ye Pee ee FON £775,882 
Deduct 
The ordinary working expenses (being at the 
rate of 6.26 per cent., against 64.90 of the cor- 
492,921.... responding half of last year) £529,656 


The renewals, &c., of the permanent 

way and worksin the halt year deb- 

66,7381 ited to revenue........ 66,781 
- 596.417 


Leaving an available balance earned in the half 


L144 865....year of.. core £179,465 
%.157....Deduct loss on American ¢ urrency. iebeheenents F129 
£137,708 ee £172,336 


This sum, together with 


of the 


a small balance carricd from the 
previous half year, was suflicient to pay the 
£20,994 for hired cars, £14,995 
for interest on sundry loans and miscellaneous debentures, and 
the rentals of the leased Detroit & Port Huron, Fort Erie & 
Goderich, Montreal & Rouss Point and Portland & Island 
amounting altogether to £78,467 ; also £23,815 in- 
teregt on the first and second equipment bonds, leaving a bal- 
leaving unpaid the interest on the £4,300,000 


revenue 


interest, 


3 


of first and second mortgage bonds, and, of course, passing 
dividends on the £6,900,000 of first, second, third and fourth 


preference stock, as usual. 
1,315, or 10,12 per cent. 
sengcrs Was 2.48 


The increase in gross receipts was 
The in receipts from pas- 
from freight, 14.93 per cent. The 
number of passengers carried increased from 700,334 to 764,376 ; 
the tons of freight 612,959 to 666,092. 


crease in receipts from local freight of £55,000. 


Increase 


per cent.; 


from There was a de- 


“The expenses for the half-year amounted, including renewals, 
to £596,417, or 76.87 per cent., as against £559,702 or 79.43 per 
cent. of the gross receipts for the corre sponding six months of 
1870. Excluding the renewals, the ordinary working expenses 
were 68.26 against 69.96 per ce nt. The increased expenditure 
in the half-year, amounting to £36,715, or about 51 per cent. of 
the increase in the gross receipts, was mainly occasioned by 
the extra train mileage run for the additional amount of traftic 


carried. The total train miles run were 3,153,981 against 
2,749,045, showing an increase of 404,936 miles, and the in- 


crease in the car mileage was 6,352,914 miles. The cost per 
train mile was reduced in the locomotive department from 
30.78 cents, at which it stood in June, 1870, to 29.06 cents for 
the half-year. The number of miles of permanent way rela d 
during the half-year was 58). These renewals were effected 
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with re-rolled iron rails, the poy om manufacturers having 


failed to forward the steel rails to Canada in time to admit of 
their being mo in the line before the 30th of June. The 
directors are appy to state, however, that there will be in the 
track before the close of the present year nearly 120 miles of 
steel rails, and it may be mentioned that, should the price for 
old rails continue as high as it has been during the current 
half-year, viz., $32, or £6 11s. 6d. a ton, it will not cost more 
to lay down steel rails than the company is now paying for iron 
rails re-rolled at Toronto. Seventy miles of ballasting have 
been completed during the half-year, at a cost of £6,250.” 

The capital account was increased during the half-year by 
£1,284,245, of which £1,230,000 represents the capital of the 
Buffalo & Lake Huron Railway, and the remainder was 
absorbed chiefly by additions to rolling stock, ballasting, etc. 
Satisfactory progress is reported on the bridge at Buffalo. 
The Intercolonial Railway, which will give a new eastern out- 
let to the Grand Trunk, connecting at Riviere du Loup, its 
northeastern terminus, is to be completed in 1873. The com- 
pletion of the European & North American Railroad gives the 
company a connection with New Brunswick at once, which is 
believed to be of considerable value. 

The good crops of the present season will, it is thought, in- 
sure an increased business the current half-year, and the re- 
ports of carnings, so far, fully justify the hope. 


GREAT WESTERN RAILWAY OF CANADA. 





Report for the Half Year Ending July 31, 1871. 





The Great Western Railway of Canada extends from Detroit 
east to Suspension Bridge, 229 miles. It has a branch from 
Hamilton, Ont. (43 miles west of Suspension Bridge), north- 
east to Toronto, 394 miles ; one from Harrisburg, 62 miles west 
of Suspension Bridge, northward to Harriston, 69 miles (50 
miles, from Guelph, being the leased Wellington, Grey & Bruce 
road) ; one from Komoka, 129 miles west of Suspension Bridge, 
west (the main line having here a southwesterly direction) to 
Sarnia, 51 miles ; a branch of this latter branch from Wyoming, 
15 miles east of Sarnia, southward to Petrolia, 43 miles ; and it 
operates also the Erie & Niagara Railway, from Fort Erie, op- 
posite Buffalo, northward along the west bank of the Niagara 
River to Lake Ontario, 31 miles. This makes a total of 4244 
miles work by the company in Canada, 343 miles of which, 
we believe, is also owned by it. 

The following is a summary of the report of the President of 
the company, Thomas Dakin, for the first half-year of 1871, 
presented at the meeting held in London October 18 : 

The receipts on a capital account during the half year 
amounted to £265,572, and the total receipts on that account 
since the organization, at the close of that time (July 31), were 
£6,404,308. The outlay on capital account during the half year 
was £121,609—£97,153 on account of the new Air Line, £14,982 
for 100 new Blue Line cars and the rest for Miller’s platforms 
and couplers for passenger cars, additional sidings, raising 
overhead bridges, etc. The total expenditure of the company 
on capital account has been £5,701,153. 

The receipts and expenditure on revenue account for the 
half year have been as follows : 








NRE. os cs dian dnascnes axed. cea dae Jove £458,291 
Working expenses, including renewals and all charges. ... 268,276 
£190,615 
From which is deducted— 
Interest on bonds (less interest received)........... £39,980 
Discount and charges on conversion of American 
Pub sdccks caumeeisn ses pieues kee thominn salmaaa 20,731 
Loss . n working the Erie & N agara and the Wel- 
liagton, Grey & Bruce railwaye.........-.......+. 345 
Amouvt set aside for revewal of ferry steamers.... 2000 
Alteration of gauge account—proportion charged 
BRAS RAE FOND. a oso 5:0.0:0:5.0:0'0 000000000000 sd. Sovnceen 100 
Amount paid for repairs and compensation Nith 
iver Bridge accident account...........-........ 5,895 
———— 76,061 
£112,564 
Add profit on working Galt & Guelph Railway..... £719 
Dalenes Mees IAS BAM FORE .00c.cccccce vepecececsee 3,781 
—_—— 4,500 
Deets Bee GHUGRGOG. oos0nkcccctanddedsdncsiconsene £117,064 


A dividend at the rate of 54 per cent. was recommended on 
the ordinary shares, which, with the dividend on the 5 per cent. 
preference stock, leaves a balance of £4,847 to carry forward. 

The following table exhibits the receipts and expenses for 
seven corresponding half years: 


RECEIPTS. 
Passengers, Freight 
mails and an 

Half year ending sundries. live stock. Rents. Total. 
eS £139,821 £144,028 L716 £284,565 
OES vcscadcsasces 172,731 189,576 854 343,162 
July, 1067. .......00000- 165,365 199,221 1,116 365,704 
Duly, 186B.....ccccecoee 155,082 200,619 948 356,649 
MEE, WE cnecascivee 157,930 226,200 937 385,068 
PalZ, WIW......cccccccces 153,863 254.23) #07 4:18,900 
Pe ere 15,084 800, 47 458,891 
EXPENSES. Per cent 

ineinding of gross 

Talf year ending renewals, receipts 
ay, 1685 oon cide seusensenescneseoreranensess £158,803 55.81 
TONY, UWB. cccrccccecc cccvcccece-cersccsesoee 175,747 51.21 
GHEE, BOWS cccsccvcsads cccvesscceccestasesiens 182.769 49.98 
I I os caseccumnedsinbceucsseancenoncens 208.402 58.45 
Taly, 1809. ..ccc cree socee-cvcescoccccccos 232.768 60 45 
Duly, 1870. ... cece eee cece ee ccee coececeeces 251,824 61.58 
DANY, WB ..00. ccc rcccccdcccecsccssccsccce sees 268,276 58.48 


From this it appears that the receipts from passenger trains 
have not increased in this period, while the freight receipts 
have grown steadily, and for the last half year were more than 
twice what they were seven years ago. 

Compared with the corresponding half-year of 1870, the re- 
ceipts from local travel have increased 11 per cent., the 
receipts from through travel have decreased about nearly 6 per 
cent., and the local receipts are a trifle greater than the 


through receipts. In freight the receipts for local are less by | 
about $43,000, or 8] per cent., and the through receipts greater | 


by $266,000, or 37 per cent., and the through freight receipts 
are more than double the local, This includes the receipts of 
the Galt & Guelph line, 


The analysis of traffic receipts during the half-year gives the 
following results : 


The operating expenses for the first half of the year for the 


4s. 8d., 4s. 7d., 4s. 5d. 

The use of steel rails has resulted satisfactorily, and it is 
intended to make the renewals in the main track with steel 
hereafter. All the company’s lines now have the standard 
(4ft. 85in.) gauge, but a third rail is left between Hamilton 
and London, 76 miles, on which the remaining locomotives of 
5ft. Gin. gauge are worked. The cost of changing gauge is 
estimated at £91,000, to be distributed over ten years’ operat- 
ing expenses. The agreement with the Michigan Central for 
harmonious operation and interchange of business expires 
December 31 of this year, but a new agreement for ten years 


companies are to be divided annually upon the percentage of 


immediately preceding. 

Arrangements are reported with the Detroit, Hillsdale & In- 
diana, the Detroit, Eel River & Illinois, and the Port Huron & 
Lake Michigan Railroads—all new lines—by which the Great 
Western will secure all their through traffic. 
| the Detroit & Milwaukee Railroad for the half-year ending 
June 30—which the Great Western operates—are given as fol- 
lows : 


NG nu cendiwhs eabensdeesieinsaiasneieks .. £138,782 
Working expenres, taxes, etc.................. +. £95,791 
EE LIND oricccescas 00000000 reneicecese 400,302 

——-—— 136,093 

EE ee Rein ee ee era ee ON pera eek “£2,689 


At the date of the report (October 4) the receipts for the ten 
weeks of the current half-year were greater by £36,866 than the 
corresponding period last year, and on the strength of this a 
large increase is predicted, So far the reports of earnings jus- 
tify this, and as the rates on freight westward have been for 
about two months hardly more than half last year’s rates, 
this indicates an exceedingly large business. 





Railroads and the State. 


In an article in the October number of the New Hng- 


A large part of this is devoted to a history of the influ- 
ence exerted by certain railroad companies in the Con- 
necticut Legislature during its last session, when, accord 
ing to Dr. Bacon, both Houses were entirely obedient to 
the wishes and even the whims of Mr. William D. 
Bishop, President of the New York & New Haven Rail- 
road Company. But the conclusion of the article deals 
with general principles and policies, and, we think, recog- 
nizes certain necessary tendencies in railroad manage- 
ment which most journalists have opposed as unnecessary 
and economically injurious as well as dangerous. This 
part of Dr. Bacon’s article we give below : 


What then is the moral of this story ? The story itself 
is only an instance—at the worst no worse than an aver- 
+ge specimen—of what is going on in every State that 
knows what it is to have given a charter to a railway cor- 
poration. It is as evident elsewhere as in Connecticut, 
that in proportion asa railway becomes necessary to the 
commonwealth—that is, to the mdustrial prosperity of 
the people—the railway corporation becomes a controlling 
power inthe legislature. Nor is the Congress of the 
United States bevond the reach of railway rings or rail- 
way kings. <A few years hence the owners of the thre 
railways across the continent that have been charter d 
and endowed by the Government of the United S'ates, 
will have got rid of competition with each other by com- 
promise and combination ; and the Vanderbilt or Gould 
of that combination will own Congress more completely 
than the modest President of “our roads” appeared to 
own the legislature of Conneciicut in its late session. 
When we ask for the moral of the story just recited, the 
inquiry which we propose has more than a local import- 
ance. The facts are essentially the same everywhere. In 
view of the facts as they are, what conclusions may we 
form as to the possibility of maintaining the sovereignty 
of the people over the railway corporations, and of com- 
pelling them to be the servitors and not the lords of the 
commonwealth. 

The question is for the people—not for railroad presi- 
dents and directors, nor only for ho!ders of railroad stock, 
whether fortunate or unfortunate. Mr. Bishop, in one of 
his speeches, intimated that there are mysteries which 
ordinary minds cinnot penetrate, but which are re- 
veiled to railroad hierephants. ‘‘The gentleman,” 
said he—meaning one who bad put to him an incon- 
venient fact—‘ does not understand railroad matters. 
| It is not possible for a layman to doit.” But Mr. Bishop 
and all others of that clerisy may be assured that the in- 
| quiry now proposed is one on which the laity will use 
their right of private judgment; and that the more they 
find of mystery in railroad. matters, and the more they 
are warned that certain questions are too high for them, 
ti.e more earnestly will tuey inquire how the State is to 
be rescued from subjection to a railroad hierarchy. We 
look with a becoming awe on the great exper's in railway 
management. We do notinvaile the transcendental region 
of their mysteries. We address the lity, and we deal 
only with matters which the people can underst ind. 

I. In the inquiry how railroads are to be manag d and 
what are the powers and duiies of the State in relation to 
| them, it must not be forgotten that the problem to be 
| solved is new. Railroads are a novelty, and the part 





1871. 1870. 
Cents. Cents. 
Passenger earnings per mile— 
Receipts per way passenger................. 00005005 906 277 
R ceipts per through passenger.....................5 2.321 2.321 
Freight earnings per mile— 
Receipts per ton way freight.................cece0ee 3.141 2.165 | 
Receipts per ton through freight............ 0 2... 1.323 1.368 


seven years past have been 5s. §d., 4s. 9d., 4s. 23d., 48. 8gd., | 


has been concluded, by which the through earnings of both | 


through traffic actually carned by each company in the year | 


The accounts of 


lander, Prof. Leonard Bicon, D. D., of the Yale Divinity | 
School, has an article entitled ‘‘ Railways and the State.” | 


which they are to have in the. progress of civil'zstion is 
only beginning to appear. A raiirovd corporation dif. 
fers from all other corporations iv the nature and extent 
of the power intrusted to it; and, therefore, its rela- 
, tions to the commonwealth and to governm«nt are such 
as no other corporation ever held. Many a tradition of 
the lawyers, many a political maxim founded «n long 
exprrience, must be set aside in dealing with this 
problem. Steam navigation is changing the commerce 
| of the world; but, whether on the ocears or on likes 
| and rivers, it is only an accelerated navigation. In its 
bearings on political and international questions there is 
| nothing new, its only peculiarity bring its rate of specd 
and its in’ependence of wind and tide. Transportation 
of goods or of passi ngers in vessels propelled by sie m is 
as incapable of becoming a monopoly as transportation 
in vessels moved by wind. Combination among owners 
of steams) ips is possible just as far as combination is pos 
sible among owners of cotton millsor owners of oul 
mines, and no farther. But railways, as the possibilities 
of li gislation concerning them are now undeistood—are 
in this respect exceptional. The ownership of them is 
not like the ownership of canals for navivation, nor like 
ownership of turnpike roads. When the corporation 
chartered by a State has laid down its track and com- 
dleted its «quipment, it begins to be a new ard anoma- 
ous power; and whatever internal revolutions the cor- 
poration may experierce—by whatever mehods the 
original shareholders may be ousted of thrir property, 
| while more astute bondholders or other new owners come 
into possession—the institution—tl e “ road’”’—continu 
ally becomes more power ul. The State will soon begin 
to find that, like the successful yet unfortunate experi- 
menter in the story of Frankenstein, it has created a mon- 
ster which it cannot control. All legislation about rail- 
ways hitherto has been (at least in our country) a series 
of experiments working toward the solution of a problem 
entirely new. The novelty of the problem was not ap- 
preciated at first; but it is now manifest. 
| IL. For the present, at least, it is settled that railways 
are to be planned, constructed, held and managed by 
voluntary associations under charters of incorporation. A 
few experiments have been made in another direction, 
| but the result has not tended to show that either a State 
or a municipality is competent to construct with judicious 
economy, or to manage wisely, any considerable line of 
railway. A new era in what Americans call polities 
| must begin—the miserable doctrine of rotation in effice 
|} must be thoroughly exploded, and with it the correlate 
doctrine that all public employments are to be distributed 
as prizes among political partisans, or as the legitimate 
reward of services rendered to the party—before the gov- 
| ernment either of a State or of acity can safily attempt 
to manage by its own officials such an institution as arail 
road. The underlying idea of our political ings itutions is 
the idea that individual liberty must be guarded; and 
thereiore we are careful to limit the functions of govern 
ment, Socialism would merge the citizen in the State, 
and would so organize society as to leave no room for 
| competition or for individual enterprise. The American 
| theory of the republic requires that the government shall 
| not undertake the burthen of doing what can be as well 
| done by the spontaneity of individusls or by citizens vol 
untarily associated for the purpose. We must have a 
larger experience than we have yet had of misechiet and 
disaster from the mismanagement of railroads, before the 
| Americun people will believe that railroads can be con 
structed and managed better by the government than by 
| corporations responsible to the government and under its 
Inspection, 

Il. The tendency of connecting lines to conaolid stion, of 
competing or parallel lines to combination, and of the en 
tire system of railroads to unity, cannot be resisted, At 
tempts to legislate against that tendency are futile. Per- 
haps what we have already told about the railway history 
of Connecticut is enough on this point; but some facts 
we happen to remember which illustrate the progress of 

| popular intelligence. The time was when a break in an 
| otherwise continuous line of railwny Communication was 
thought to bea benc fit worth contending for, When it was 
proposed to make a railroad trom Hartford to Springtield, 
many citizens of Hartford were alarmed Jest it shoul | be 
| merely an extension of the road which had recently been 
constructed to that point from New Haven, in which 
case travelers and freight would pass through their city 
without paying tribute to the hack drivers and the dray- 
men; and a public merting was hi ld to tuke measures 
against so great an evil as the poss'hility of rurnicg a 
| train of cars all the way from Springfield to New Haven. 
That, some may say, was long ago; but it is not more 
| than twenty-our years since there was, at the city of 
| Rochester, a mile of hiatus between the railway from the 
east and the railway toward the west. Ata later period, 
unless Our memory deceives us, it was a point in the 
| policy of Pennsylvania that certain railroads, meeting in 
| the city of Erie, should not form any such connection as 
would permit trains to pass from one to the other. 
In all such cases the convenience of travelers and the 
exigencics of commerce have overruled the suppo-ed in- 
terests and the selfish opposition of particular Jocal ties. 
Nobody doubts now, even in Hartford, that a continuous 
railway from Springfield to New Haven is a necessity: 
that a gap of half a mile, or of not more than a rod, 
would be an intolerable annoyance; nor that the un- 
broken line is much better managed by one corporstion 
than it could be vy two. As little doubt will there be, a 
few years henee, on the question whether the entire line 
trom Sprinefield ought to be under one administration. 
All fears about the greatness of the corporation and the 
accumulation of associated capital will yicld everywhere 
to the inexoia' le demands of commerce tor more prompt 
itude, more cfliciency, and more safety. Statesmanship 
must look in some other direction for security to the 
commonwealth than ag sinst the p litical power of capi- 


tal accumulated by association in these stupencous 
masses. 

LV. The emust bean end of spu cial li yislat on tn the inter 
est or for the convenience of rat road COMPU nies Soy lope 
as railway corporations are chart red each by a speci ot 
of the legislative power, or are dependent on legislatures 
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for special privileges, they cannot but be a mischievous and 
corrupting power in every legislature with which they 
have todo. Wedo not atlirm that there was anything 
like positive bribery in the late session of the Legislature 
at Harttord—any paying of a definite price for a vote in 
the interest of a railroad company. Let us trust that 
Connecticut has not yet arrived at that stage of degen- 
eracy. There was no need of buymg votes with money, 
even if the President of ‘‘ our roads” had not been so ve- 
hemently virtuous in his denunciations of the lobby. But 
how many members of either house were there who bad 
not received a gift from one or more of the railroad com- 
panies in the form of a pass? Every member who had 
that little gift—the value of it being somewhere between 
$5 and $50, according to the distance of his home from 
Ifartford and the frequency of his trips—carried a bribe 
in his pocket from the beginning to the end of the ses- 
sion; ‘not such a bribe as is paid for votes in the notori- 
ously vénal legislatures of some other States; not the 
stipulated consideration for voting yea on a certain ques- 
tion, but such a bribe as those rich Corporations can afford 
t) give without stipulating that it shall be guéd pro quo. 
it was for receiving just such bribes, though on a larger 
scale—complimentary presents expressive of respect tor 
the office and office-bearer—that the illustrious Chan- 
ccllor of England in the reign of James 1. was impeached, 
disgraced and ruined, Ile had never sold a decree or de- 
cision for a stipulated price. He had only accepted gifts, 
somelimes trifling, sometimes of greater value, from 
parties who had suits pending in his court.  Ifis de- 
cisions and decrces had been in some instances a- 
verse to the parties whose gifts he hid received. But 
he had sinned against that principle in the adminis 
tration of justice, ‘*A gift’ blindeth the wise and 
preventeth the words of the righteous.” Simply 
for that sin, he was cast down from his high place, an { 
the after ages to Which he appealed have not reversed the 
nience. Is it a matter of pure philanthropy that these 
corporations, aware that the day-wages of a Representa- 
tive or Senator in Connecticut ure hardly more than the 
wages ofa brakeman on one of their trains, take pleasure 
in the gratuitous conveyance of legislators between their 
homes and the seat of jevislition ¥ Or is it because every 
such corporation is always expecting, either immediately 
or at no distant day, some act of special legislation in its 
interest? A free pass is not a costly bribe, but it helps 
to make the unprejudiced receiver feel a little more kiad 
ly toward the giver, and in an emergency—as when a 
parallel jing from New York to New [faven is to be 
chartered or defeated, or when votes are to be gained for 
or against an airline from New Haven to B iston—are 
not other methods of conciliation possible y Can it be 
expected of a corporation which wieids fifteen millions 
of capital, and which annually receives and disburses 
some tour or five millions of revenue, that it shall have 
occasion to ask any act of special legislation, and not be 
able in one way or another to command a sufficient num- 
ber of votes for its purpose ? If special lesislution in the 
interest of such a Corpora ion is needed and is possible, 
ihe tendency to veoal levisiaiion cannot be resisted, 

We say, then, that if the people would guard against 
the power of a railroad lobby besicging the Legislature 
at every session, they must not put thei® trast in the in- 
corruptibility of the men whoiw they send to the State- 
house in the character of lawmakers. The chartering of 
railroad companies, the limituion or expansion of their 
capital, the connections and compacts which they make 
with each other, must be regulated in some other way 
than by @ special enactment for each particular instance, 
Special legishition on the whole subject must be abol 
ished by constitutional prohibition, Tn tie meantime, 
something might be done by enacting that, whereas the 
reilvoad companies bave estublished a landacle custom of 
corrying members of the Loegislatere gratuitously, and 
whereas it 1s important to the public welfare that mem- 
bers of the General Assembly shoul] not be dependent 
in any manner on the favor ot these corporations, there- 
fore a certificate of election to the Senate or the House 
of Representatives shall entitle the holder of it to pass 
freely on any regular train from any point within the 
State to any other during all the time (Sundays excepted) 
between the dty preceding the commencement of a ses- 
sion and the secon t day atter the final adjournment, 

V. Competition cannot become a regulative force, in 
the matter of railway freights and fares, without perfect 
freedom to construct parallel lines of railway wherever they 
will The possibility of a parallel road is 
more of a check on the proprietors and managers of any 
riilroad than the existence of the parallel roud would be. 
Weare aware of the paradox in our statement, but let it 
be remembered that though there may be sharp competi- 
tion between two or more railways parallel to each other, 
that competition will inevitably terminate — nobody 
knows how soon—in some compromise and combination. 
A special charter for a railroad from Derby to New York 
would be a valuable franchise to be bought by the own- 
ers of the New York & New Haven Railroad, and would 
be to the grantees a means of exacting money trom that 
wealthy corporation, The petition, therefore, for such a 
charter would require from both parties « lavish expendi- 
ture, without which the Legislature could hardly under- 
stand the merits of the question ; and it would probably 
be defeated, a railrovd tn esse being mere powerful in 
argument than a railroad tm posse. If, however, such a 
charter should be granted and should then pass under 
the control of the rival corporation, it might be worth 
the cost of it, inasmuch as it might, by judicious manae- 
ment, be made, for five and twenty years, an effectual 
barrier agvinst another attempt of the same kind. Mean- 
while the travel and traffie of the country would be taxed 
to pay the full cos’ of the conflict in the Legisiature, and 
of any subsequent bargaininy to get possession of the new 
franchise. But if a parallel roal could be constructed 
without a special charter, whenever the prospect of its 
becoming a profitable investment should be sufficiently 
attractive to capitalists, that possibility of competition 
would always be a regulative force checking the greed 
for extravagant profits. 

VL. The assumption that a raileay corporation is simply 
« trading company which exists and carries on tts business 
only for the pecuniary profit of the partners or stockholders, 
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must not be admitted. 


been created is undertaken, just as if no interests were to 
be considered but the interest on the capital invested— 
the stipulated interest on the bonds of the company, and 
as much as can be made on the shares. “ This road,” 


the directors may be supposed to say, ‘‘is the property | 


of our company, just as if it were an iron foundry or a 


cotton mull, and we, as representing the stockuolders, | 


have no other duty than to make the property as_pro- 
ductive as we can. Of course it cannot be productive 
without being serviceable to the public, but our business 


is to exact from the public the highest possible price for | 
the least possible service, the serviceableness being ever | 


subordinate to the productiveness.” If a railway corpor- 


ation is to be considered as nothing else than a trading 


concern, sustaining no higher relations to the common.- | 


wealth and responsible for no higher duties, such a view 
of what the directors are to do is entirely correct. 
directors of a manufacturing company have an undoubt- 
ed right to obtain for the company as much as possible 
of money for as litle as possible of the manufacture— 
provided always that there is no fraud in their transac- 
tions; for, under those laws of nature which regulate the 
production and distribution of wealth, the force of com- 
petition, the action and reaction of demand and supply, 


will determine the price which they can get tor the com. | 


modity which they offer, The British Kast India Com 
pany (apart from iis monopoly) was at first a trading 
company merely, buying in one market and selling in 
anotuer. At oue time its directors had no other duty 
thaa to make large dividends by all commercially honest 
methods. But when that corporation had become the 
possessor and ruler of an empire, its directors had other 
and higher duties, and their duty of making profits for 
the stockholders became insignificant in comparison with 
their duties to the empire which they governed, They 
did not appreciate those higher duties. How could they? 
Ther chief concern was, not how to make India, with 
its millions of people, prosperous and free, but how to 
make India yield the greatest possible amount of income 
to a trading Company in Engiand. 

How dovs it happen that the standard of honor and 
uprightness is higher in a bank parlor than in the direc- 
tors’ room of a@ railway corporation ? How does it hap 
pen thit arailway director, of perhaps more than average 


uonesty, will participate without scruple in transactions ot | 


aw sort Waich ne regards as dishonoravle when acting as a 
bank director ? That the fact is so, will htrdly be ques 
tioned. llow does it happen in so many instances that 
the business which was undertaken with the one purpose 
of making mouey for the stockuolders, begins ere long to 
be pursucd in the interest chietly of the directors and a 
few favored friends? Tuat such things do happen in 
railway Companies 
trading Corporat ons, is undeniable. Directors, being 
stockholders, are supposed to represent the in erest of 
the stockholders. But how ofien does it happen that the 
interest which influential directors have in some trans 
portation Company, or in some stock-jobb ng operation, 
or in contracts for rails or for supplies, is greater than 
their interest as stockholders in that railroad company ; 
and what is to be expected of human nuture in such a 
ease? Or perhaps a majority of the directors have in 
vested larg ly in the bonds of the company. Then it 
may Come to pass that in one way or another the stock 
holders lose the capital they have been induced to put 
into the enterprise ; the comp iny is bankrupt; and the 
bonduolders, foreclosing their mortgage, take possession 
of the property, and ‘‘make a good thing of it.” The 
natural Consummation of the process is when one or two 
men grasp the entire business and manage it in their own 
interest as individuals. 

Vil. The people, then, must remember, and must take 


care to mike their lezislators and other public servants | 


remember, that a railway, under whatever charter, is 
not a piece of merely private property, held by asso- 
cinted individuals, and to be managel in that wav in 
which they can pu! the most money into their pockets, 
but is essentially « public tustitution to be managed for the 
public, under a strict responsibility to the State. As long 


ufo as when railways were a novelty in Ikngland, 
the oll Dake of Wellingion—whose greatest talent 
was the eminence of bis common sense—said 
in parliam nt (perhaps not these words, but to 


this effect), ‘‘ My lords, tiis is the beginning of a 
great change, and we must take care that we do not lose 
the old English idea of the king’s highway.” The rail 
road is, in the new civilization, and to the American peo 
ple especially, what the king's highway was in the civili- 
aution which our ancestors brought from England. Every 
highway is a public institution for the public benefit. 
Rich and poor, lord and peasant, have equal rights in the 
use of it. A turnpike road is a highway with a tax levied 
on passing vehicles to pay the cost of making itand keep 
ing it—as a highway, it is nobody’s private property. 
The turnpike Company was simply intrusted with the 
duty of making it and keeping it inrepair. It does not 
own the road; and even its right of way it holds only in 
trust for the public. It cannot shut up the road which it 
has once opened; and if it pulls down its gates an. 
ceases to collect its tolls, the right of way remains to the 
public or lapses to the owners of the soil. It may be said 
that a railway is not a higuway, and that therefore a rail- 
way company diff-rs essentially from a turnpike com- 
pany. We admit t.is, for we have already insisted on 
the fact that railways are a novel-y, and railway corpo- 
rations an institution “eretofore unknown to statesman 


ship and altogether unique in its relations to government. | 


But what makes the difference ? The railroad company 
differs from the turnpike company in that it holds pot 
only the right of way, but the vehicle also. It 1s created 
by the State for the purpose of making a road on whici 
only one sort of vehicle can be used, the road with its 
iron rails and its rolling stock being all one great machine 
constructed for the public. The read itself, as really as 
a turnpike road, is public property held in trust by a cor- 
poration for public convemence. The corporation does 
not own the land over which it has laid its track ; all 
that it has acquired from the proprietors is simply the 
right of way, and it holds the right of way only in trust 


Starting from that assumption, the 
corporation is organized, and the work for which it has 
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| 
| for certain uses. Strictly, its only property in the insti- 
| tuiion is the exclusive right of conveying passengers and 
| merchandise on that road—that being the consideration 
| for the capital which it has expended in the construction 
| of the road-bed and the track, and in the purchase of the 
rolling stock, which is as much a part of the road as the 
rails are. Its tenure even of that right is conditioned on 
its performance of its duties to the public. It cannot 
arbitrarily shut up the road, nor can it arbitrarily refuse 
to convey any man or any man’s merchandise. Such a 
corporation exists not for its stockholders merely—still 
less for its directors or its president, but for the common- 
wealth. Its road, with ail the needful machinery for 
the conveyance of freight and of passengers, is as traly 
the people’s highway as the road on which a farmer 
|travels to church orto mill, or sends his children to 
school. It holds 2ll its powers in trust. It was created 
to be the servant of the State. 

We do not imply that the charters of railway corpo- 
rations may be arbitrarily repealed or altered, or that 
the State muy at pleasure repudiate its contract with 
such a corporation. A railway franchise is a concession 
by the State of certain powers and privileges, on condi- 
lion of certain services to be rendered inreturn. The 
owners of that franchise have a right to an ample remu- 
neration for the capital whica they have invested in the 
enterprise. Having been induced to expend a large 
amount in the construction of a public work, they have a 
right to much more (if they can get it honestly) than sim- 
ple interest on the money which the work has cost them ; 
for it was by the possibility of large profits that they 
were induced to incur the chances of loss and failure. 
But, on the other hand, they must remember that the 
work which they have constructed is a public work— 
public and not private property—and that as in the con- 
struction of it they were agents for the Stute, so in the 
| management of it they are servants of the Siate. They 
| have no right to manage that public work as if it were a 
private property of their own. For example, we find a 
statement that on the Hartford & New Haven Ruilroad 
“it costsmore for freight from Meriden south than it does 
| from New Britain,” the laiter city being farther north, 
but having the advantage (which Meriden has not) of 
jaccess to New Ilaven by another line of railway. We 
| give this statement as we find it (and might give others 
of the same sori) simply to say that the directors of a 
railway that discriminates in such a fashion, 
for such « reason, are managing a public trust 
as if it were their private property, and might reason- 


ably be called to account. Such abuse of the 
trust—lor it is nothing less—would be a sufficient 
reason for legislative interference. We may suppose 


malfeasance of another and baser description. A. rail 
road Company may attempt to obtain legislation in its 
interest by corrupting influences. It may expend money 
in putting its oflicers or its tools into the Leyislature. It 
may fill the lobbies of the Capitol with its emissaries who 
lavish its money on members trom the country, conciliat- 
ing their favor by means of appliances more costly and 
more exciting than speckled trout from the head waters 
)ef the Androscoggin—by frequent drinks and unlimited 
cigars, by Champagne suppers and unmentionable hospi- 
talities. It may, in some emergency, give thousands of 
iollars for votes and thousands more for 1 veto. It may 
become an insuflerable nuisance in the State. Who shall 
tell us that in such a case the sovereign people may not 
dissolve the insolent and demoralizing cotporation ? The 
people in such a case, roused by wrong, may elect legisla- 
tors who dare not sell themselves, or who have too much 
manhood to be bought; and so the Commonweaith niay 
be saved. 

It is a first principle of justice, and is incorporated 
into our fundamental law, that private property must not 
be taken for public uses without Compensation, Tis im- 
plies that private property may be taken, under any ne 
cessity, for public uses, if it is equitably paid Jor. Thus 
it is Wat the State authorizes a corporation to lay out its 
railroad through any man’s farm or garden, or over his 
fathers bones in the cemetery, or through his parlor. By 
the same right, if it be found that the private property of 
tha! corporauion, namely, its exclusive right of conveying 
merchandise and passengers on a certain road, or what- 
ever else it may be, is needed for public use, that prop- 
erty may be resumed by the State on the payment of an 
equitable consideration, Private property may also be 
forleited to the pubsic and taken without Compensation. 
Livery fine is simply a forfeiture of private property. An 
imperious Corporaion may be made to understand, by 
the enactment of adequate statutes, the possibility of its 
forfeiting to the State, not only its charter, but all its 
goods and Chat.els. Legislatures may be bought. The 
‘*men inside of politics ” in all parties—the men who ar- 
range ‘‘ the slate,” and pull the wires at party conven- 
tions—are notoriously venal. But the people, when 
roused by some great danger, cannot be bribed and will 
not be trifled with. The sovereign people, when tie time 
shall have come, will find a way, under the constitution 
and by the laws, to make the hugest corporation a tract- 
able servant of the Commonwealta, and not its master. 

VIL. The abolition of special legislation for particular 
railroads would bring upon the Legislature the duty of 
enacting general laws applicable to all such corporations 
existing or proposed, A general railway Jaw is no more 
an impossibility than a gencral banking law, or a gene- 
ral divorce law ; nor is there any inevitable necessity for 
a railroad Jobby more than for a bank lobby, or a divorce 
lobby. The application and administration of laws 
about railways and railway corporations should, of 
course, be committed to executive officers, few, re-pon- 
sible, and invested with ample powers ; aud from ther 
determinations the «appeal should be never to the Leg 
ture, but only to the cour.s of justice. “ 

We congratulate the public on the ability and thor- 
oughness with which two well-known contributors 10 
the North American Review have been, for some time 
past, discussing various aspects of what is rapidly becom- 
ing one of the most important of pubiic questions. Nor 
can we repress the expression of the satisfiction with 
Which we see, in the fourth generation from ‘‘ the elder 
| Adams,” an undiminished capability of eminent stutes- 
i manship. 














